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The Favorite Road for ‘ 
MERCHANDISE FREIGHT} 


The railroad that transports millions of tons annually in shipments of full-train size .. . the 


YIG 


railroad that rates ace-high in passenger traflic ... is also the railroad that gives the finest 

service to shippers and receivers of merchandise freight. It’s speedy, dependable. ON TIME 
delivery is the rule. Every shipment receives the same careful handling. Such service 1's PEF 
particularly appreciated when the shipment is perishable freight, style merchandise, or com- = 

modities which depend upon fast turn-over for profit. The Chesapeake and Ohio volume of 
merchandise freight has shown an amazing increase. Traflic men in growing numbers are _ 

learning that there is unquestioned satisfaction in dealing with “the road that service built.” 
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A 
NORTH AMERICAN 
LEASE 
Is Sound Business 


Economy 
* 


a a 


In our July message we refrained 


from intruding on your vacation 


thoughts with a discussion of cars 
and car leasing. But now that 


the sun is setting on vacation 


days, isnt it a good time to con- 


sider this important matter? A 


TAN K, 
POULTRY 
CARS 


Op North American Lease assures | 
you of consistently high grade | 
cars—cars whose appearance and 
condition are in keeping with 
the quality of the products they | 
We shall be glad to give 


you full information. 


* 
A North 


American 


carry. 
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ls Sound 
Business 


Economy | 


World Bidg., 
TULSA, 
Oklahoma 


Republic Bank 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 
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TERMINALS 
GALLIED INLAND 
WAREHOUSES 


The Lincoln Tidewater Terminals are located 
twenty minutes from Broadway on the Passaic 
River, in the heart of the concentrated con- 
sumer market of New York and New Jersey. 
They are served by the Pennsylvania Railroad 
and the Lincoln Highway is at the door. The 
great Manhattan Produce Terminal is less 
than one-quarter mile away, and Waverly 
Transfer on the Pennsylvania Railroad is just 
east. There is daily truck and rail service to all 
destinations of importance in the area, over- 
night service to South Jersey, Pennsylvania and 
New England points, and daily barge service 
to New York City and Brooklyn coastal and 
intercoastal steamship piers. Through traffic 


TIDEWATER 


HARVEY C.MILLER, Pres. 
17 STATE STREET 


SHIPPING ADDRESS 


* Ts ae 
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‘New Yor 


rates apply via the Lackawanna Railroad 
and there are storage in transit privileges on 
the Pennsylvania both east and westbound. 

Four main warehouses and transit dock 
comprising 330,000 square feet of storage 
space, fully equipped with complete sprinkler 
system. Ten acres of land for open storage. 
All buildings and yards are served by our own 
railroad sidings, the trackage of which is in 
excess of five miles. The marginal wharf is 
1,400 feet long on the Government Channel, 
which is 300 feet wide with a minimum depth 
of 30 feet at mean low water, thus providing 
ample dockage for ocean-going cargo carriers. 

Write for detailed information and tariffs. 
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ECAUSE it is the most direct way by which you can connect up 

your ambitions for tomorrow with effective action today. Because 
it leads you straight to the logical answer to this question of how to get 
ahead—in transportation as in any other major division of business and 
industry. Because, finally, so many hundreds of other ambitious people, 
who today are ahead in transportation, made this same coupon their first 
step in that direction ! 


Aladdin’s Lamp—Without the Magic! 


In the Arabian Nights’ story the hero rubbed Fourth: Progress Reports periodically submitted 
a lamp and got his wish. Not so in the fact to your employers on request. Fifth: Place 
world of business. Here you train for the ment Service, assisting you toward advance 
prize you’re after—reach your goal of “big ment or in locating another job. Sixth: Self 
time” income and opportunity by spare-time placement training, a course entitled “Getting 
study. Many a tomorrow's Traffic Manager, Ahead in Traffic,” which has been said to be 
for example, will be busy tonight over his the best of its kind in print. And finally 
LaSalle manuals and working papers . . . learn- “Once a LaSalle student always a LaSalle 
ing his future Traffic Management job direct member”: a slogan that summarizes the Uni 
from the success principles and priceless ex- versity’s concern with your career throughout 
perience of 175 of America’s foremost men in your entire lifetime! 


traffic. For these leaders have all collaborated 
in LaSalle’s compilation of a training that is 


today considered best from any source Every Prize Has Its Price 


Traffic Managerships at from $3,000 to $15,000 


Far More Than Training! ana more per annum go only to the com 


petent. They are prizes whose price is trained 


While your LaSalle diploma in Traffic Manage ability. No matter what your present job, 
ment becomes a practical stepping-stone to the however, with average education, purpose and 
promotions and positions you want—behind it, persistence, and LaSalle’s assistance—already 
and behind the entire training, is a still broader extended to thousands—you may be able t 
service, One of lifetime value to every win just such a prize! 
LaSalle student. We call it our “Success-Build- 
ng Plan.” Notice some of the special ad Whether such a job and its handsome rewards 
vantages it makes available to you: are worth it—is up to you! Why not 

at least clip the coupon, which confers 
First: Individualized Instruction adapting no obligation whatever, and get the 
your training to your own personal needs. complete facts of Trafic Management 
Second: Consultation Privileges on any prob- training, the Success Plan, and the op 
lems arising in your studies. Third: Confiden- portunities that await you in this 
tial Counsel at any time on any personal busi- growing field? Take the first 
ness problem, such as sales, marketing, man- step toward better-paid tomorrows 
izement, finance, advertising, or what-not. —and mail the coupon teday. 


LASALLE 


EXTENSION UNIVERSITY 


Michigan Ave. & 41st St. 
CHICAGO 
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LASALLE EXTENSION UNIVERSITY— Dept. 995-T 
Michigan Avenue & 41st Street, Chicago, Illinois 
WANT to learn more about how I can qualify for a Traffic Manager’s job in spare time 
/ so please send me your 64-page illustrated booklet, without obligation. 
o PEMD bos coh daxdarabevens taavesencaaee ADDRESS 


\ \ H Y should you clip this coupon? 
{A Message for Men Who Want to Get Ahead in Transportation} 











Opportunities 
await you in more 
than a score of 
important fields 


Railroad Traffic Departments 
Steamship Traffic Departments 
Suburban and Interurban Railroads 
Freight and Passenger Stations 
Motor Transportation Companies 
Express Companies 

Cartage and Warehouse Firms 
Freight Forwarding Companies 
Private Car Lines 

Import and Export Houses 
Classification and Tariff Bureaus 
Wholesale Houses 
Manufacturing Industries 

Retail Stores 

Jobbers and Distributors 
Merchants Exchanges 

Boards of Trade 

Chambers of Commerce 
Co-Operative Industrial Associations 
Trade Associations 

Traffic Publications 

Commerce Attorneys 

Public Utility Commissions 
Interstate Commerce Commission 


at salaries that 
give you the good 
things of life! 








Why not 


YOU? 


a 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WHEN SHOULD PUNISHMENT CEASE? 
Os of the common remarks heard in discussions of 
/ the troubles of the railroads and suggested remedies 
is that the railroads brought their grief on themselves, 
delivered with an air of finality as if that dismissed the 
subject and disposed of public responsibility for what is 
happening or may happen in transportation. 

Usually, one making such a remark has not thought 
deeply and does not appreciate the import of his remark ; 
but, if it means anything and is the result of any process 
of reasoning, it means that the railroads were once guilty 
of unseemly practices and that, if the regulation applied 
in the effort to make them behave has finally thrown them 
on the rocks, then that is their own fault and there is 
hothing to be done about it—not even to feel sorry. 

We submit that this feeling—which is more common 
than, perhaps, most persons realize—ought not to exist 
ind does not indicate any worth-while economic thought. 
Admit that the railroads, before regulation, were guilty 
of all the practices and abuses of which they were and 


September 8, 1934 


PAGE 357 





Number 10 





are accused; what of it? They are now and have been 
for many years prevented from doing these things; they 
cannot “go out” without raising their hands, and even 
then permission is often refused. Are we to refuse to do 
for them the things to which they are entitled merely be 
cause of their past misdeeds, or to excuse our neglect of 
their needs by recalling what rogues they used to be? 

We wonder what will be the attitude of men in future 
years—assuming that N. R. A. and other phases of the 
“new deal” persist—toward industries that are now being 
disciplined and compelled to pay fair wages, maintain 
proper hours and other working conditions, and refrain 
from unfair trade practices. When and if this job is all 
done on a permanent basis corresponding with present 
regulation of the railroads, and an industry, rightly and 
justly complains of something in the law or the adminis- 
tration of it that is working unfairness or injustice to the 
hurt, not only of the particular industry concerned but 
of the public generally, are we merely to laugh and reply 
that industry brought its troubles on itself—if it had 
not been so greedy and unfair it would never have been 
so rigidly regulated? 

We suggest that, whatever faults or crimes seem 
to make necessary the regulation of the railroads or any 
other business, when those faults have been cured and 
the crimes expiated, that business is entitled to a square 
deal; to deny it is not only to be unfair morally, but 
silly from a social and economic point of view. Our pur 
pose should be to curb abuses and punish crime, but to 
permit and promote fairness and helpfulness toward even 
those whom we have chosen to regulate. Any other policy 
is wnjust and productive of nothing valuable. 


GOVERNMENT IN BUSINESS 

ERBERT HOOVER, former President of the United 

States, in an article in the current issue of the 
Saturday Evening Post, entitled, “The Challenge to 
Liberty,” says many things about the “new deal” that 
are sound and that deserve deep consideration. Not the 
least forceful of them are directed at government com- 
petition with private business. He mentions particularly 
the Tennessee Valley Authority, the major purpose of 
the government here, he points out, being the purchase, 
construction, operation, transmission, and sale of elec- 
tricity in the Tennessee Valley and its neighborhood, to 
gether with the manufacture and merchandising of appli 
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ances, fertilizers, chemicals, ‘and other commodities. He 
says there are other instances of the allotment of P. W. 
A. money for the erection of dams and reservoirs and the 
construction of power plants, the major purpose of which 
is to undertake the production and sale of electricity in 
competition with the citizen. Still other instances of gov 
ernment competition with citizens, he says, are five cor- 
porations created by the government under the laws of 
Delaware, engaged in various competitive businesses cov- 
ering the manufacture and merchandising of commod- 
ities. These he calls “entries into socialism” and threats 
to private enterprise that are to be condemned. 

All Mr. Hoover says on this score is, in our opinion, 
well said and sound, but it is notable that, in his cata- 
logue of government enterprises in competition with pri- 
vate citizens, he says not a word about the government’s 
barge line operation on the Mississippi and other rivers, 
which is the most outstanding and clear cut of all such 
entries by the government into the realm of private busi- 
ness. It competes not only with the railroads as a carrier 
of freight that otherwise the railroads would carry, but 
with private barge line enterprises, the owners of which 
must pay costs from which the government in its own 
business is relieved; it has no cost of capital, no insur- 
ance, and no taxes; it does not even pay for postage 
stamps. 

The reason for Mr. Hoover’s important omission is, 
of course, obvious; inland waterway development and 
transportation was one of the things most favored by 
him both while he was president and before, while he 
was Secretary of Commerce. It was, perhaps, hardly 
to be expected that he would change front now on this 
matter, and yet it seems to us that public men lose much 
influence by failing to admit their mistakes. Mr. Hoover’s 
article would carry much more weight, we think, if he 
mentioned the barge line as at least an enterprise that 
had served its purpose—that of demonstrating the possi 
bilities or absence of possibilities in inland waterway 
transportation—and suggested that the government now 
get out of the business and leave the field to private 
capital—if private capital is interested. We think Presi- 
dent Roosevelt would have a much greater hold on citi- 
zens and be much more popular than he is if he would 
occasionally do what, when starting his new deal pro- 
gram, he said he would do—admit errors when it was 
evident that errors had been made. Perhaps nothing he 
ever said won him more confidence than his remark that 
he did not expect to bat a thousand per cent. But there 
has been nothing to indicate that he does not believe that 
everything he has attempted has been wise and proper— 
which, of course, it has not been. 

The fact that Mr. Hoover is inconsistent and is con- 
demning a policy of President Roosevelt that he himself 
advocated when he was in the White House, does not, 
of course, detract from the soundness of what he now 
says; it is true or false doctrine regardless of his acts 
or the acts of anyone else; but it does detract, in the 
minds of most persons who see the inconsistency, from 
the relish with which his present pronouncement is re- 
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ceived. As we have said before, a sermon on morality 
by an immoral preacher or a lecture on temperance by 
a drunkard may be full of truth and wisdom, but it does 
not register deeply with a congregation or an audience 
conversant with the weaknesses of the speaker. 





M. & 0. WAGE SETTLEMENT 


As the result of mediation between the Mobile & Ohio and 
its employes, undertaken by J. W. Carmalt, member of the 
National Mediation Board, a settlement of wage controversies 
involved until next April has been effected. The railroad, which 
has approximately 3,000 employes, was placed in receivership in 
1932. In September of that year it cut wages 20 per cent, in- 
cluding the 10 per cent deduction that had been in effect since 
January of that year. This additional cut above that made by 
the other railroads was agreed to by the employes. It was to 
expire in February, 1933, but it was continued thereafter by the 
receivers. Efforts at mediation and arbitration failed, a strike 
was voted, and an emergency board was appointed by the Presi- 
dent. This board said the road should pay the standard wages 
paid by the other roads. The receivers did not put into effect 
the recommendations and the matter was referred again to 
negotiations between the company and its men. A restoration 
of 5 per cent of the reduction was made June 16 this year, the 
men having contended for restoration of 10 per cent or the whole 
of the second reduction made. 

After this restoration and the making of the agreement be 
tween the other railroads and their employes for progressive 
elimination of the 10 per cent deduction, the M. & O. employes 
submitted a proposal to bring back the standard wages to them 
by April 1, 1935. This proposal contemplated restoration of 7% 
per cent of the deduction at once, 2% per cent January 1, and 5 
per cent April 1. This was rejected by the receivers and another 
strike vote was taken. The receivers invoked the services of 
the mediation board. Under the agreement now reached there is 
to be a restoration of pay. of 2% per cent October 1 and 2% per 
cent January 1 for all classes except track labor, for which there 
is to be restoration of half a cent on hour October 1, and half a 
cent additional January 1. The effect of this agreement will, 
after October 1, leave the M. & O. employes 5 per cent under the 
employes of other roads, and this will be the case as of April | 
when the agreement reached will expire. The case is to be held 
in mediation by the board, however, and negotiations are to beg'n 
on March 1 looking to a determination of the rates to be paid 
after April 1. 





ACTION AGAINST MEDIATION BOARD 


Justice Letts, of the Supreme Court of the District of Co 
lumbia, has refused to restrain the National Mediation Board 
from barring approximately 600 employes of the Chesapeake & 
Ohio from voting in an election to determine the representative 
of the Chesapeake & Ohio Railway Clerks’ Association. Under 
the amended railway labor act the mediation board has the 
duty of determining the eligtbility of those voting in elections 
to select labor representatives. A representative of the board 
ruled out the employes in question because he held they occu- 
pied semi-executive positions. The court held that under the 
amended act the board had exercised its discretionary powers 
properly and was within its limits when it decided that the 
banned voters should not be placed on the eligibility list. 





RAIL WAGE STATISTICS 


Class I railroads, excluding switching and terminal com 
panies, reported a total of 1,054,426 employes as of the middle 
of June, 1934, and total compensation for that month of $129,533, 
847, according to wage statistics compiled from carrier reports 
by the Bureau of Statistics of the Commission. The employment 
was 96,894 or 10.12 per cent greater than the number reported 
for June, 1933. 





CAR SURPLUS REPORT 

The average daily surplus of freight cars in the period 
August 1 to 14, inclusive, was 352,456 as compared with 348,240 
cars in the preceding period, according to the car service div! 
sion of the American Railway Association. It was made UP 
as follows: 

Box, 172,415; ventilated box, 825; auto and furniture, 30,149; total 
box, 203,389; flat, 10,085; gondola, 67,042; hopper, 50,541; total coal, 


117,583; coke, 815; S. D. stock, 7,254; D. D. stock, 1,709; refrigerator, 
10,284; tank, 486; miscellaneous, 851. 


Canadian roads reported a surplus of 23,974 cars, made UP 
of 19,958 box, 1,115 auto, 951 flat, 254 gondola, 398 S. D. stock, 654 
refrigerator and 644 miscellaneous cars, 
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COMMISSION REPORTS 


Raw Peanuts 


No. 25856, Western Grocer Co. et al. vs. M. & St. L. By 
division 3. Dismissed. Rates, raw peanuts, shelled or un- 
shelled, points in southeastern Virginia to Marshalltown, 
Mason City, Des Moines and Cedar Rapids, Ia., and to Albert 
Lea, Minn., were not and are not unreasonable or otherwise 
unlawful. Dissenting in part, Commissioner McManamy said 
the assailed rates in the past should be found unreasonable to 
the extent they exceeded the present rates. 


Gas Oil 


No. 25717, Town of Pulaski, Tenn., vs. A. T. & S. F. et al. 

By division 3. Complainant found entitled to reparation on 
finding that rate, charged prior to March 15, 1932, seven tank 
carloads, gas oil, Enid, Okla., to Pulaski, Tenn., was applicable 
but unreasonable to extent it exceeded 46.5 cents, estimated 
weights a gallon the same as those contemporaneously appli- 
cable to and beyond Memphis, and that since March 14, 1932, 
the present rate of 40.5 cents has been unreasonable on ship- 
ments over direct routes and on shipments routed by carriers 
over circuitous routes, and for the future will be unreasonable 
over direct routes, to the extent that it exceeded, exceeds, or 
may exceed 37 cents, estimated weight 7.4 pounds a gallon, 
provided that to the rates found reasonable for application on 
shipments made in the period January 4, 1932, to September 30, 
1933, may be added the authorized emergency charges formerly 
in effect. A further finding is that the present rate of 40.5 
cents Was not and is not unreasonable for application on the 
shipments routed by the shipper over routes which are more 
than 15 per cent longer than the shortest route by which car- 
load traffic can be transported from Enid to Pulaski without 
transfer of lading, and that the rates assailed were not and 
are not otherwise unlawful. Chairman Lee, concurring in part, 
concurred except in the finding as to unreasonableness prior 
to March 15, 1932, and except the finding that the rate of 40.5 
cents applicable on and after that date was unreasonable, Ship- 
ments moved in the past between December 31, 1930, and August 
18, 1931. Order for the future effective on or before November 


Vegetable Hampers 


No. 25626, Ashby Veneer & Lumber Co., Inc., vs. I. C. et al. 
embracing also a sub-number, Same vs. S. P. et al. By division 3. 
Dismissed. Rates, vegetable hampers, Jackson, Tenn., to points 
in California, found not to have been nor to be unreasonable 
or otherwise unlawful. Commissioner McManamy, dissenting, 
said the majority dismissed the complaints although it was 
conclusively shown that the assailed rates were far out of line 
with rates on the same commodity to other western points and 
with rates on comparable commodities. He said the defendants 
had offered no countervailing evidence of consequence. 


Brick and Tile 


No, 24995, Sub. No. 1, Fairchild Clay Products Co. vs. C. B. 
& Q. Report of Commission on further consideration. By divi- 
sion 4. Findings in original report, 194 I. C. C. 401, that the 
applicable rates on brick and building tile, from Endicott, Neb., 
to Gillette, Wyo., were unreasonable to the extent that they 
exceeded 12 per cent of the corresponding first-class rate pre- 
scribed in the western trunk line revision, modified so as to 
make the finding that the applicable rates from Endicott to 
Gillette were unreasonable to the extent they exceeded 12 per 
cent of the present first class rate from and to the same points. 
Waiver of outstanding undercharges authorized. 


Petroleum Carbon 


Fourth section application No. 15525, petroleum carbon be- 
tween Kansas and Missouri. By division 2. Authority granted 
in fourth section order No. 11668 on conditions, to establish and 
maintain rates on petroleum carbon and briquettes, in straight 
or mixed carloads, between points in Kansas and Missouri, with- 
- observing the long-and-short-haul provision of section 4 of 
the act. 


NEWSPRINT RATES ORDERED 


The Commission, by an order in No, 21095, newsprint paper 
investigation, the decision in which was made November 14, 
1933 (see Traffic World, Dec. 9, 1933, p. 1027, and Dec. 16, p. 
1070), has directed the carriers by rail to establish on or before 
November 17, 1934, on not less than 30 days’ notice, rates which 
Shall conform to the findings in the report. 

When the decision Was announced early in December, 1933, 
it was stated that no time was set for the establishment of 
the rates on account of the desirability of an agreement between 
Canadian and United States rai roads for the establishment of 
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a newsprint rate structure. On account of that situation the 
Commission delayed acting until now, in the hope that the 
railroads would reach an agreement with the Canadian roads. 
The Canadian commission, in a decision of April 15, on news- 
print rates, said the rates prescribed by it should be published 
at the same time the rates prescribed by the Commission were 
published. The action of the Commission issuing its order 
requiring the rates in the United States to be put into effect 
by November 17, it is understood, may bring about an agree- 
ment between the United States and Canadian railroads. 


COMMISSION ORDERS 


No, 26345, Tex-O-Kan Mix Flour Mills Co. vs. A. & S. et al 
Pillsbury Flour Mills Co. permitted to intervene. 

No. 26538, Beaumont Chamber of Commerce et al. vs. A. & R. et 
al. Memphis Rice Mill permitted to intervene. 

No. 26618, American Rice Milling Co. et al. vs. A. & S. et al. 
Louisiana State Rice Milling Co., Inc., permitted to intervene. 

Finance No. 7470, Missouri Pacific unification. Application dis- 
missed without prejudice. 

Fourth Section Application No. 15239, Soap, soap powders from 
New England and Trunk Line Territories. Application assigned for 
ees at such time and place as the Commission may hereafter 
direct. 

No. 26160, Portales Chamber of Commerce et al. vs. A. T. & S. F 
et al. Petition of A. T. & 8S. F. for modification of report and order 
entered herein on June 30, 1934, is denied. 

No. 26618, American Rice Milling Co. et al. vs. A. & S. et al. 
The Arkansas Rice Traffic Bureau permitted to intervene. 

No, 25170, Accounting for capital items. Effective date of order 
is postponed to November 1, 1934. 

No. 25071, Growers’ & Shippers’ League of Florida vs. A. & R. 
et al. Defendants named in order entered April 10, 1934, are au- 
thorized to establish the rates referred to in their petition on or 
before September 5, 1934, upon not less than one day's notice, and 
said order of April 10, 1934, is modified accordingly. 





PETITIONS FOR REHEARING, ETC. 


No. 26004, Chamber of Commerce of Fargo, N. D., et al. vs. A. C. 
& Y. et al. Defendants and respondents herein, by E. B. Boyd, 
agent, ask for postponement of effective date or to modify the 
order herein or to partially vacate the proceedings in I. & S. 3981. 

No. 25248 and No. 25465, The Light Grain & Milling Co. vs. A. T 
& S. F. et al. Complainant herein asks for reconsideration and 
modification of decision of July 10, 1934. 

No. 26168, Alamo Coal Co. et al. vs. A. T. & S. F. et al. De- 
fendants ask for extension of effective date of order. 

No. 25071, Growers & Shippers League of Florida vs. A. & R. et 
al. Defendants ask for modification of order herein to permit publi- 
cation of five days’ notice of prescribed rates on vegetables from sta- 
tions on the Sanford & Everglades Railway and of Sanford, Fla., rates 
on celery from contiguous and cross-country stations on the A. Cc. L. 
and §, A. L. 

1. & S. 3479, Stone, granite and marble from, to, and between 
points in southern territory, afid allied cases. Southern Railway Sys- 
tem Lines ask for reopening, reconsideration and modification of 
Commission's report, 

No, 25412 and No. 25706, Dawson Produce Co. et al. vs. A. T. & 
S. F. et al., and No. 26166, Nash-Finch Co. et al. vs. A. T. & S. F. et 
al. E. B. Boyd and F. A. Leland, agents for carriers defendants 
hereto, ask for postnonement until January 25, 1935, of effective date 
of orders herein, covering rates on vegetables from Colorado points to 
destinations in Oklahoma. 

No. 16300, and sub. 1 to 5, incl., Armstrong Packing Co. vs, A. & 
S. et al., and cases grouped therewith. Armstrong Packing Co., 
Union Rendering Co., Consolidated Rendering Co., and Swift & Co., 
complainants or interveners herein, ask that these cases (consoli- 
dated with No. 22752, Armour & Co. vs. A. T. & S. F. et al., decided 
June 4, 1934) be reopened for further consideration upon the records 
as made. 


FINANCE APPLICATIONS 


Finance No. 8856. Supplemental application of Western Maryland 
Railway Co. for authority to pledge $5,000,000 of its first and refund- 
ing mortgage gold bonds as security for payment of such notes of 
the applicant as may hereafter be issued and sold, said authority to 
extend to the following securities: $8,341,000 first and refunding mort- 
gage 5% per cent gold bonds, series ‘‘AA,’’ maturing July 1, 1979, and 
$1,659,000 first and refunding mortgage 5% per cent gold bonds, series 
“A,” maturing July 1, 1977. 

Finance No. 10600. Morehead & North Fork Railway Co. asks 
authority to acquire, by purchase, and to operate in interstate com- 
merce a line of railroad in Rowan county, Ky., 4 miles long, formerly 
owned and operated by the Morehead & North Fork Railroad Co 
The line to be acquired begins at a connection with the C. & O. in 
Morehead and extends to a point 428 feet north of the northern 
entrance to Clack Mountain Tunnel. Applicant proposes to pay $130,000 
for the line by delivery of $75,000 in first mortgage bonds and $55,000 
in common capital stock of applicant. 

Finance No. 10601. Morehead & North Fork Railway Co. asks 
authority to issue and sell 750 shares of common capital stock of 
par value of $100 a share and $75,000 of first mortgage bonds referred 
to in Finance No, 10600. 

Finance No. 10602. Pennsylvania-Reading Seashore Lines asks 
authority to acquire and operate the Wildwood & Delaware Bay 
Short Line Railroad extending from Wildwood Junction to Wildwood 
in Cape May county, N. J., a distance of approximately 4 miles. The 
W. & D. B. 8S. L. has issued and outstanding 7,560 shares of common 
stock and no preferred stock. Of this amount, applicant owns 5,537 
shares or 73.2 per cent. It is the intention of applicant, subject to 
approval of the Commission and the Board of Public Utility Com- 
missioners of New Jersey, to merge the railroad and franchises of 
the W. & D. B. S. L. with those of applicant. 

Finance No. 10596. Hardwick & Woodbury Railroad Co. asks 
authority to abandon its line of railroad extending from “Buffalo 
Road” to Hardwick, Vt., to granite quarries in Woodbury, Vt., about 
9 miles. Applicant said it had practically no money in its treasury 
and no business. It said it had been operated at a loss for several 
years and that the annual deficit was made up by the Woodbury 
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Granite Company, Inc. In 1933, it said, there was a strike in the 
granite industry including the quarry and plant of the Woodbury 
company and because of the depression and the effects of the strike 
and the fact that there was no demand for building granite, the rail- 
road and the granite company had been without scarcely any business 
for practically two years. 

Finance No. 10597. The New York Central Railroad Co. asks au- 
thority to extend its existing line of railroad at Kankakee, IIl., by ac- 
quiring and operating (1) about 2,672 feet of the main track of the 
Kankakee & Seneca Railroad Co. between a point 28.5 feet west of 
the center line of Fifth Avenue, in said city, at which point appli- 
eant’s railroad connects with the railroad of the K. & S. and a point 
270.3 feet east of the center line of Schuyler Avenue, in said city, 
where the latter railroad connects with the railroad of the Cincin- 
nati, LaFayette & Chicago Railroad Co. (now operated by the appli- 
cant); and (2) two interchange tracks now owned by said Kankakee 
& Seneca Railroad Co. The applicant said the purposes of the ex- 
tension proposed was to continue interchange of traffic in cars be- 
tween its Illinois division and its leased line (C. C. C. & St. L.) and 
handling, for servicing and repairs, locomotives of applicant's IIli- 
nois division between that division and a roundhouse on applicant’s 
leased line at Kankakee. 

Finance No. 10598. Legh R. Powell, Jr., and Henry W. Anderson, 
as receivers of Seaboard Air Line Railway Co., asks authority to 
issue $2,120,000 of 4% per cent receivers’ equipment trust certificates 
in connection with acquisition of 1,000 50-ton all-steel box cars, 100 
all-steel 70-ton phosphate cars and 5 new freight locomotives at a 
total cost of $3,266,309. Permission is asked to sell the certificates to 
oe Ly Suaeeaaas Insurance Company of America at 100 and accrued 
dividends. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10585, granting authority to 
the Chicago Great Western Railroad Company to pledge and repledge, 
not exceeding $4,233,000 of first mortgage 50-year 4 per cent gold bonds 
with the Railroad Credit Corporation as collateral security for notes, 
approved. 


SUSPENDED TARIFFS 


In I. and §S. No. 4031, the Commission has suspended from 
September 5 until April 5 schedules in supplement No. 9 to Gulf, 
Mobile & Northern R. R. Co.’s I. C. C. No. 1168, 23rd and 24th 
revised pages 103 to Illinois Central R. R. Co.’s I. C. C. No. 
6700, 29th revised page 344 to Louisville & Nashville R. R. Co.’s 
I. C. C. No, A15239 and New Orleans & Northeastern R. R. Co.’s 
I. C. C. No. 3114. The suspended schedules propose to cancel 
absorption of the T. & N. O. R. R., T. P.-M. P. T. R. R. of 
N. O., and N. O. & L. C. R. R., between New Orleans and Algiers, 
Gouldsboro, Gretna, Harvey and Marrero, La., in connection with 
carload shipments of manufactured iron and steel articles orig- 
inating at Birmingham, Ala., which would result in increases of 
from $7.20 to $10 a car. 





DROUGHT RELIEF RATES 


The Department of Agriculture has announced that the 
President’s drought relief committee has been advised by H. G. 
Taylor, chairman of the Association of Western Railway Execu- 
tives, that reduced emergency rates on livestock feed, water 
and cattle to be shipped to grazing areas will not be extended 
beyond September 4, the present expiration date. The Presi- 
dent’s committee had requested that the emergency reductions 
be extended. The reduced rates became effective first June 4 
and later were extended each month. 

In amendment No. 38 to drought order No. 16, the Commis- 
sion, by Commissioner Aitchison, added counties in Arkansas, 
Louisiana and Texas to the area from and to which drought 
relief rates, with expiration date of September 4, might be pub- 
lished. The amendment was issued under date of August 31. 


LOANS TO RAILROADS 


In Finance No. 10599, the Prescott & Northwestern Rail- 
road Co. has applied for a loan of $75,000 from the Reconstruc- 
tion Finance Corporation to pay a like amount of 6 per cent 
bonds held by the Missouri Pacific Railroad Co. due October 1. 

In Finance No. 9928, Texas South-eastern Railroad Co., re- 
construction loan, the Commission, by division 4, on supplemental 
application, has approved extension for not to exceed one year 
of the maturity date of $10,000 of a loan by the Reconstruction 
Finance Corporation to the Texas South-eastern maturing on Sep 
tember 15, 1934, in the amount of $15,000. The applicant asked 
for an extension to September 15, 1937, of $10,000 of the loan, 
offering to curtail the $15,000 note by payment of $5,000. The 
Commission found that the applicant was not in need of financial 
reorganization in the public interest. 


PASSENGER FARES 


Commissioner Porter and Examiner Koch will begin hearings 
November 16 at 10 o’clock a. m., at the Commission’s offices in 
Washington, in No. 26550, passenger fares and surcharges. 
After stating that no earlier date for hearing was practicable, 
the data now being assembled by Coordinator Eastman, referred 
to in the following, would not be available until about that time, 
the Commission said: 

In the interest of economy of time and expense to all concerned, 


the Commission will avail itself of the voluminous data in respect of 
passenger service, fares, and costs and Pullman service, charges, 
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and costs which are now being compiled under direction of the Fed- 
eral Coordinator of Transportation and, at the hearing above set, wil! 
hear a witness qualified to offer and explain exhibits containing 
summarizations of such data for the period during and since 1923 
It will also hear Director Lorenz, of its Bureau of Statistics, who wil) 
offer and be prepared to explain exhibits of a general nature, show- 
ing for the same period such data as passenger-miles per train-mile 
and per car-mile, passenger and freight operating revenues and ex. 
penses, etc., on Class I railroads in total, by district, and on the 
principal individual roads. 

The fact that the foregoing witnesses will offer testimony as indi- 
cated is not to be understood as precluding any railroad or groups of 
railroads, or any one interested, from offering such testimony as may 
be desired and helpful to the Commission in determining the issues 
in this investigation. 

In order to determine the advisability of holding hearings in this 
proceeding at places other than Washington, D. C., request is hereby 
made upon all parties desiring to be heard that they advise the Com- 
mission of such desire not later than October 1, 1934. 


MISSOURI PACIFIC UNIFICATION 


The Missouri Pacific Railroad Co., in Finance No. 7470, in 
which it obtained authority, subject to conditions relating to 
acquisition of short lines, to unify its system properties, has 
dropped the project without prejudice to renewing it at some 
other time. At its request the Commission has dismissed the 
application in the proceeding, without prejudice. The conditions 
imposed by the Commission as to short lines, it was understood, 
was responsible for the decision of the applicant to drop the 
matter, at least for the time being. 


VALUATION REPORT 


Valuation No. 1143, West Pittston-Exeter Railroad Co., opinion 
No. B-934, 46 Val. Rep. 527-39. Final value for rate making pur- 
poses of the property of the West Pittston-Exeter Railroad Co., 
owned and used for common carrier purposes, found to be $310,000, 
and of property used but not owned, $31, as of December 31, 1927. 


R. C. C. REPORT 


The Railroad Credit Corporation in August made collections 
amounting to $80,095, of which $60,925 was on account of loans 
made to railroads to meet fixed interest charges, and $19,170 
was in payment of interest. This was shown by a letter accom- 
panying the report filed by the corporation with the Commission. 

The corporation in August made no liquidating distributions 
Of the $410,997 in cash reported on hand at the close of August, 
$257,066 represents the free balance available for the liquidation 
purposes of the plan. So far, nine liquidating distributions have 
been made, amounting to $16,961,370, or 23 per cent of the 
pooled fund. 


FRENCH RAILROADS’ DGFICIT 


Intensified efforts are being made by French railroads to 
effect economies in operation and reduce the rising deficit, ac- 
cording to a report to the Commerce Department from Assistant 
Trade Commissioner Lestrade Brown, Paris. In the current 
year these efforts have resulted in reducing expenses of the 
roads approximately 300 million francs. Steps have also been 
taken to improve the service and reduce the time between the 
more important stations by the increased use of motorized 
equipment. 

Receipts of the French railroads, the report shows, declined 
in 1933 compared with the preceding year. The deficit for 1932 
was 9 million francs, to which must be added the 1933 deficit of 
approximately 4,400 million francs. 


When the numerous steps planned to reorganize and make 
economies have been effected and are actually in good working 
order it is estimated that the roads will be able to save approxi- 
mately 2 billion francs. 

Total receipts in.the year 1933 amounted to 11,365 million 
francs, a reduction of 5.96 per cent compared with the preceding 
year. However, the percentage of decrease in receipts shown 
was somewhat greater than shown by car loadings, which were 
17,319,333 for 1932 compared with 16,523,000 in 1933, a decline of 
4.59 per cent. 


ALLEGHENY ADVISORY BOARD 


The Allegheny Regional Advisory Board will meet in 
Youngstown, O., September 13. The executive committee wil 
hold a meeting there September 12. At the board meeting 
commodity committees will present estimates of carloadings 10 
the territory for the last quarter of the year and representa: 
tives of the railroads will report on condition of equipment 
and transportation developments. C. E. Denney, president of 
the Erie, will be the speaker at luncheon. Charles Donley !§ 
general chairman of the board, and W. H. Welsh is secretary. 
A. C. Graham is chairman of the special committee on arrange 
ments. 

PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for June, 


1934, shows 9,903 cars held overtime—a percentage of 05.19— 
as against 6,256 cars—a percentage of 04.44—for June, 1933. 
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Proposed Reports in I. C. C. Cases 





SHORT LINES’ DIVISIONS 


ECOMMENDATIONS as to divisions of the Belfast & Moose- 
| head Lake Railroad Co., the Chesapeake Western Railway, 
the Virginia Blue Ridge Railway, and the Chesapeake Beach 
Railway Co., are made by Examiners D. C. Dillon and Howard 
Hosmer in a proposed report in No. 25630, in the matter of 
divisions of joint class rates in official territory, embracing also 
No. 26141, Chesapeake Western Railway vs. A. C. & Y. et al., the 
proceeding being denominated “Short Lines’ Divisions, Official 
Territory.” 

The examiners said No. 25630 was a general investigation 
instituted October 31, 1932, to determine whether the present 
divisions of the joint rates prescribed in the eastern class rate 
investigation for application to and from points on short or 
weak lines and to and from points on electric lines were unjust, 
unreasonable, inequitable, and unduly preferential and preju- 
dicial, and to determine what would be just, reasonable, and 
equitable divisions of such rates for the future. They said the 
proceeding also involved the question whether just, reasonable 
and equitable division of such rates should be prescribed for 
the period subsequent to the date of the order commencing 
this proceeding and prior to the effective date of any divisions 
prescribed herein for the future, and if so what such divisions 
should be. 

Hearings in the proceeding extended intermittently through 
a period from September 18, 1933, until April 11, 1934. The 
examiners said evidence was submitted on behalf of 12 short 
lines in trunk line territory and New England and an association 
of electric lines in central territory, chiefly in Indiana and Ohio, 
but that the latter lines and most of the former later entered 
into agreements as to their divisions. At the conclusion of the 
hearings the only short lines seeking an adjudication of their 
divisions were the Chesapeake Western, the Virginia Blue Ridge, 
the Chesapeake Beach and the Belfast & Moosehead Lake, the 
first two carriers being in Virginia, the third in Maryland, and 
the last in Maine. 

Before discussing the cases of the individual roads named, 
the examiners commented on the testimony of a general nature 
on Which the short lines relied, as follows: 


An official of the American Short Line Railway Association tes- 
tiled that in general the divisions to be established should reflect 
a first-class rate prorate over the junction between the short line and 

standard line. Such a basis in his judgment would be fairly repre- 
sentative of the service rendered by the respective lines and is neces- 
sary to compensate the short line for the originating or delivering 
terminal service which it performs. The unfavorable financial con- 

on of most short lines was cited as another reason why a basis 
f divisions should be at least as liberal as a rate prorate. 

The Commission has pointed out that a first-class rate prorate is 
pen to Some objection because the rates used as factors provide for 

terminal services, whereas only two are performed.* The short lines 

ede that there is some force in this objection and in some of their 
exhibits they deduct 15 cents, the assumed cost of one terminal serv- 

from their rate factor. 
\part from this criticism there are reasons of a more fundamental 
hature for rejecting the rate prorate as a guide to divisions in this 
ceeding. The class rates prescribed in the Eastern case were not 
based on any evidence as to cost of transportation service either as 

nitial rates or progression of the scale. A graphic representation 
f the scale shows a fairly steep ascent to 75 miles, a less precipitate 
progression to 150 miles, and a still gentler rise beyond. This pattern 
Ss roughly similar to those of other scales and conforms some- 
What to the relation between short-haul and long-haul rates which 
d previously existed in official territory, although the long-haul 
ates are proportionately higher today than they formerly were. 
Whether the progression of the scale accurately reflects differences 
nh cost of service we may well doubt. That it does not reflect dif- 
ferences in value of service in these days of intensive competition 

short-haul traffic from motor carriers is a certainty. For a haul 
{ 300 miles the first-class rate under the basic scale is 87 cents. 
this be divided between a short line of 30 miles and a standard 
ne of 270 milies on a rate prorate, the former would receive 30 per 
ent of the rate for 10 per cent of the haul. Such an apportionment 
innot be accepted as inherently and basically fair regardless of 
ther facts. The present record shows that the short lines are hauling 
ss than one per cent of their total traffic on the local rates, which 

suggest as prorating factors. 
The short lines also undertake to measure what they term their 
‘sability ratio by a method which, they say, is based on a study 
h the Commission had before it in New England Divisions, 126 
C. C, 579, discussed at pp. 592-597 of that report. That study, it 
Should be noted, failed to persuade the Commission that the divi- 
Sons of the New England lines should be further increased. How- 
ever, the exhibits in the instant case have only a limited resemblance 

that study. In these exhibits there is no showing of freight 
Pperating expenses. The amount of additional revenue over net rail- 


*U. S. War Department vs. Abilene & S. Ry. Co., 151 I. C. C. 91, 


operating income necessary to produce a return of 6 per cent 











investment in 1932 is computed, and the ratio between this figure and 
the ton-miles of revenue freight is determined. To this is added the 
average freight revenue per ton-mile. Because the figure so arrived 
at for the Belfast and Moosehead Lake, for example, is 3.1 times that 
for the Boston and Maine, it is asserted that the former's expense 
of performing a ton-mile of transportation is 3.1 times as great as 
that of the latter. This figure of 3.1 is then used in several other 
computations, which need not be described other than by saying 
that they rest on the assumption that for the purpose of dividing 
rates either under a rate prorate with a deduction for terminal serv- 
ice not performed or under a mileage prorate, a mile of transporta- 
tion service on the Belfast and Moosehead Lake is worth 3.1 times as 
much as one on the Boston and Maine, Similar comparisons are 
offered for the Chesapeake Western. 

We are unable to give weight to these so-called cost ratios. It 
should be remembered that freight operating expenses are not used 
in these comparisons. In fact, such expenses are not available be- 
cause of the fact that the short lines are not required to separate 
their expenses by classes of service in their statistical reports to 
the Commission. What we have in this study is merely a comparison 
of freight revenue and deficien¢éy in net revenue divided by the rev- 
enue ton-miles. If it be assumed, however, that the figures so de- 
termined show differences in operating costs per revenue ton-mile, 
there is no allowance for differences in average hauls, or character of 
traffic with respect to composition as well as the relative amount of 
overhead traffic. See New England Divisions, supra, 594 

In criticizing the combination method of constructing rates to 
and from points on short lines the Commission has pointed to the 
injustice of according the standard lines their full local rates as 
divisions of the through rates to or from short-line stations, when 
they would not receive so favorable a division in dividing with a 
connecting standard line similarly situated. In other words, the 
standard line is clearly not entitled to a more favorable apportion- 
ment in dividing with a short line than, would be fair in dividing 
with another standard line. It is therefore pertinent to consider the 
methods by which rates are divided by standard lines in official ter- 
ritory. The standard lines deny that there is any single, uniform 
method in effect today, but the record indicates that probably the 
most common basis is a mileage prorate using 50-mile blocks, usually 
subject to minima for the originating and delivering lines. Fre- 
quently the minimum is 25 per cent on hauls within the same sub- 
territory of official territory and less on hauls to or from other sub- 
territories. For present purposes the significant fact is the generally 
recognized need of some minimum, for in the nature of things a short 
line would seldom if ever have more than one 50-mile block. Fur- 
thermore, the short lines are unanimous in urging that for account- 
ing simplicity their divisions not be a system of percentages, but a 
fixed amount for each class arrived at by a kind of averaging process 
We shall therefore endeavor to determine for each of the 4 short lines 
here under consideration what such a fixed amount should be in the 
light of relative service performed by them and their standard-line 
connections, together with the other elements to which the Commis- 
sion is required to give consideration, in so far as the record throws 
light on these elements. 


The examiners’ proposed findings as to each of the roads 
follow: 


(1) The Commission should find that the present class-rate divi- 
sions of the Belfast and Moosehead Lake are unjust, unreasonable, 
and inequitable, and that just, reasonable and equitable divisions for 
this carrier would be 24 cents on first class and amounts for the 
lower classes determined by use of the uniform class percentages 

(2) The Commission should find that the present class-rate divi- 
sions of the Chesapeake Western are unjust, unreasonable and in- 
equitable, and that just, reasonable and equitable divisions for this 
carrier would be 21 cents on first class and amounts for the lower 
classes determined by use of the uniform class percentages. The Com- 
mission should find that the divisions now allowed the Chesapeake 
Western from commodity rates, other than coal and coke, are un- 
just, unreasonable, and inequitable, and that just, reasonable and 
equitable divisions from such commodity rates would be such percent- 
ages of the above-stated first-class proportions as represent the ratio 
between the respective commodity rates and the class rates from 
and to the same points. 

(3) The Commission should find that the present class rate di- 
visions of the Virginia Blue Ridge are unjust, unreasonable, and in- 
equitable, and that just, reasonable and equitable divisions for this 
carrier would be 21 cents on first class and amounts for the lower 
classes determined by use of the uniform percentages, plus such short- 
line arbitraries as are now or may hereafter be employed in con- 
structing class rates to and from the Virginia Blue Ridge. 

(4) The Commission should find that the present class-rate di- 
visions of the Chesapeake Beach are unjust, unreasonable, and in- 
equitable, and that just, reasonable, and equitable divisions for this 
carrier on all interstate class-rate traffic, except that between points 
on its line and Baltimore and intermediate points, would be 20 cents 
on first class and amounts for the lower classes determined by use 
of the uniform percentages and that just, reasonable, and equitable 
divisions for this carrier on interstate class-rate traffic between 
points on its line on the one hand and Baltimore and intermediate 
points on the other hand would be 50 per cent of the revenue ac- 
cruing under the rates charged. 

(5) The Commission should require retroactive application of the 
class-rate divisions above proposed from October 31, 1932. 

(6) All of the foregoing divisions should be taken out of the 
revenues accruing to the carriers in official territory. 


COAL TO VA. AND N. C. 


Examiner W. R. Brennan has proposed findings as to rates 
on bituminous coal from mines in Kentucky, West Virginia and 
Virginia, over interstate routes, to points in Virginia and North 
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Carolina, in No. 26195, Hampton Looms of Virginia, Inc., et al. 
vs. Norfolk & Western, also embracing a number of other cases. 
He proposes that the Commission find some of the rates in- 
volved unreasonable in some instances and not unreasonable 
in others, prescribe rates for the future and award reparation. 

The complaints assailed rates from mines on the N. & W., 
the Virginian, the New York Central and the Campbell’s Creek 
Railroad and the C. & O. to the destination points in Virginia 
and North Carolina. The proposed findings, apart from those 
relating to complainants and interveners entitled to reparation, 
follow: 


The Commission should find that interstate rates assailed from 
the Pocahontas group of the N, & W. to the following points were, 
are, and for the future will be unreasonable to the extent that they 
exceeded, exceed, or may exceed $2.05 to Bedford; $1.75 to Christians- 
burg, $2.30 to Martinsville; $2.30 to Fieldale; $2.15 to Lynchburg; $1.85 
to Salem; $2.00 to Buena Vista; $2.15 to Waynesboro; $2.15 to Al- 
tavista; $2.55 to Chatham; $2.55 to Danville; and $3.05 to Rocky 
Mount; and that the assailed rates from the Kenova and Thacker dis- 
tricts were not unreasonable in the past except to the extent that 
they excedeed the following: $2.55 to Martinsville; $2.80 to Chatham; 
$2.80 to Danville; and $2.55 to Fieldale. 

The Commission should further find that the interstate rates as- 
sailed from the New River-Pocahontas district on the Virginian to 
the following points were, are, and for the future will be unreasonable 
to the extent that they exceeded, exceed, or may exceed $2.15 to 
Altavista; $2.55 to Chatham; $2.55 to Danville; and $2.05 to Rocky 
Mount; and that the assailed rates from the Kanawha district on the 
Virginian were not unreasonable in the past except to the extent that 
sper exceeded $2.80 to Danville and Chatham and $2.30 to Rocky 
Mount, 

The Commission should further find that the interstate rates as- 
sailed from the New River district of the C. & O. were, are, and for 
the future will be unreasonable to the extent that they exceeded, ex- 
ceed, or may exceed $2.15 to Crozet; $2.10 to Staunton; $2.10 to 
Swoope; $2.30 to Martinsville; $2.30 to Fieldale; $2.20 to Char- 
lottesville; $2.00 to Buena Vista; $2.15 to Waynesboro; $2.15 to 
Lexington; $2.15 to Altavista; $2.55 to Chatham; $2.55 to Danville; and 
that the interstate rates assailed from the differential districts were 
not unreasonable, in the past except to the extent that they exceeded 
the following: $2.80 to Danville; $2.55 to Martinsville and Fieldale; 
and $2.80 to Chatham. 

The Commission should further find that the assailed rates from 
the base groups of the N. & W. and Virginian to Spray, Draper and 
Leaksville, N, C., were not unreasonable in the past but will be un- 
reasonable in the future to the extent that they exceed $2.60. 

The Commission should further find that the interstate rates as- 
sailed from points on the New York Central Railroad Company and 
Campbell’s Creek Railroad Company were not unreasonable in the 
past except to the extent that they exceeded $2.80 to Chatham. 


Examiner Brennan said in recent cases dealing with rates in 
the territory involved no findings were made with respect to 
rates for the future from the differential districts as it was an- 
ticipated that the carriers would desire to maintain the 10 cent 
differential from such districts. He said the same procedure 
should be followed in the instant cases. 

The report also embraces No. 26195 (Sub-No. 1), Williams, 
Taylor & Price, Inc., et al. vs. N. & W. et al.; No. 26202, Alta- 
vista Ice Co., Inc., et al. vs. Virginian et al.; No. 26203, Guy F. 
Walton vs. C. & O. et al.; No. 26211, C. A. Haden vs. C. & O.; 
No, 26224, The Lane Co. vs. Virginian; No. 26224 (Sub-No. 1), 
The Lane Co. vs. Virginian; No. 26224 (Sub-No. 2), The Lane Co. 
vs. Virginian; No. 26256, Carolina Cotton & Woolen Mills Co. et 
al. vs. N. & W. et al.; No. 26257, Clem Brothers vs. C. & O.; No. 
26257 (Sub-No. 1), Coffman Brothers vs. C. & O.; No. 26257 
(Sub-No. 2), A. Erskine Miller vs. C. & O.; No. 26258, W. E. 
Bane, trading as Standard Supply Co., vs. Same; No. 26258 (Sub- 
No. 1), G. C. Jones, trading as Christiansburg Fuel & Supply Co., 
vs. Same; No. 26259, Traffic Bureau-Lynchburg Chamber of Com- 
merce et al. vs. Same; No. 26262, Wiley Feed, Fuel & Supply 
Corporation vs. Same; No, 26265, Wood, Vest & Co., Inc., vs. C. 
& O.; No. 26267, Buena Vista Ice & Coal Co. vs. C. & O.; No. 
26267 (Sub-No. 1), Buena Vista Ice & Coal Co. vs. Same; No. 
26267 (Sub-No. 2), Clyde M. Lambert vs. C. & O.; No. 26267 (Sub- 
No. 3), James A. Cook vs. C. & O.; No. 26267 (Sub-No. 4), Augusta 
Farmers’ Cooperative Union, Inc., vs. C. & O; No 26267 (Sub- 
No. 5), Hughes-Coyner Fuel Co. vs. C. & O.; No. 26267 (Sub-No. 
$), Augusta Farmers’ Cooperative Union, Inc., vs. Same; No. 
26317, Carolina Cotton & Woolen Mills Co. et al. vs. C. & O. 
et al., and No. 26325, Bald Knob Furniture Co. vs. N. & W. et al. 


SHIPPING BASKETS 


No. 23481, Edgerton Manufacturing Co. vs. Alton & Eastern 
et al., embracing also No. 25092, same vs. A. A. et al. By Exam- 
iner L, H. Macomber on further hearing. Finding in original 
report in the title case, 185 I. C. C, 658, that the rates on wooden 
fruit and vegetable shipping baskets or hampers, in straight 
carloads and in mixed carloads with crate material, from 
Plymouth and Paoli, Ind., to destinations in Illinois and to St. 
Louis and Louisiana, Mo., are not unduly prejudicial, affirmed. 
Rates on the same commodities, carloads, from Plymouth and 
Paoli, Ind., to destinations in southern Michigan found not unrea- 
sonable or unduly prejudicial. Dismissal proposed. The case 
was reopened for further hearing solely as to the allegation of 
undue prejudice. At the further hearing, said the examiner, the 
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evidence was confined to a comparison of the rates from Ply. 
mouth and Paoli with those from points in the Mississippi Valley, 
the southwest, Evansville, Paducah, Ky., St. Louis, Mo., and Bur. 
lington, Ia., in No. 23481, and in No. 25092 the evidence was con- 
fined to rates applying from the southwest. In the latter case the 
examiner said the charging of lumber rates on shipments from 
the southwestern origins was without tariff authority and that 
this matter should be handled in a separate proceeding. 


RATES ON ANTHRACITE 


In a proposed report in No. 25750, Delaware, Lackawanna 
and Western Coal Company vs. Central of New Jersey et al., 
Examiner H. W. Archer proposes that the Commission find that 
it is without authority to require the reduction of rates on 
anthracite coal solely in order that it may more successfully 
compete with other fuels. He recommends that the Commis- 
sion find not unreasonable rates on prepared sizes of anthracite 
from mines in Pennsylvania to points in New England and 
Central territories and to points in Iowa and Canada. As to 
rates on prepared sizes of anthracite to destinations in Trunk 
Line territory other than those referred to in the preceding 
sentence, he recommends finding of unreasonableness to the 
extent that they exceed rates set forth in a scale beginning with 
$1.64 a net ton for 100 miles and running out with $3.70 for 
500 miles. He also recommends finding rates on pea and smaller 


sizes unreasonable to the extent that they exceed rates made 
92 and 85 per cent, respectively, of the rates on prepared sizes. 


NEW JERSEY TRAFFIC LEAGUE 


The meaning of the decisions of the Interstate Commerce 
Commission in the lighterage case and the New Jersey class 
rate case was explained to the members of the New Jersey 
Industrial Traffic League Aug. 30 by Milton P. Bauman. He 
pointed out some of what he called the inconsistencies of the 
decision in the lighterage case and reviewed the activities of 
North Jersey shippers and commercial organizations in prior 
freight rate cases before the Commission, failure to obtain the 
relief sought finally resulting in the filing of complaints by the 
State of New Jersey and the New Jersey Traffic Advisory Com- 
mittee. Mr. Bauman said that, under the order of the Commis- 
sion, the railroads serving the Port of New York had the 
alternative of extending the free lighterage limits to points on 
Newark Bay, Passaic River, and Arthur Kill, to which the extra 
towing charges apply, or charging for the service in the present 
lighterage limits of the Port of New York. Just how the rail- 
roads would take care of this particular part of the Commis- 
sion’s order he was not in a position to say. 


The following resolution was adopted: 


Resolved, that the New Jersey Industrial Traffic League herewith 
expresses its sympathy with the railroads in their efforts to secure 
adequate revenue to maintain a sound National transportation system, 


nd 

- That it is the view of the New Jersey Industrial Traffic League 
that such revenue should first be derived through the elimination of 
wasteful practices such as free lighterage at the Port of New York, 
which elimination would have the effect of creating many millions of 
dollars to the seven trunk line railroads serving the port, and which 
would represent proportionately a greater increase in revenues than 
would be obtained by the proposed increases in rail rates embodied in 
the petition to the Interstate Commerce Commission filed by all of 
the Class I railroads of the United States, on August 27, 1934. 

Be it further resolved that copies of this resolution be addressed 
to the Governor of the State of New Jersey and the legislature, and 
to the presidents and freight traffic managers of the railroads serving 
the Port of New York, and 

Be it further resolved that the position of the New Jersey Indus- 
trial Traffic League be presented to the Interstate Commerce Com: 
mission at hearing to be held in Washington, D. C., October 1, 1934 


RAIL INCOME STATISTICS 


In the six months ended with June the Class I railroads of 
the United States had a deficit in net income of $24,853,445 a8 
compared with a deficit of $101,204,009 in the corresponding 
period of 1933, according to compilations made by the Bureau 
of Statistics of the Commission from carrier reports. 

In June the carriers had a net income of $5,869,426 as col 
pared with a net income of $21,418,915 in June, 1933. 


RAIL FUEL STATISTICS 


Total cost of coal and fuel oil consumed by Class I railroads, 
not including switching and terminal companies, in road trait 
and yard switching services, in the six months ended with June 
amounted to $91,635,811 as against $71,842,066 in the correspond- 
ing period of 1933, according to statistics compiled by the 
Bureau of Statistics of the Commission from carrier reports. 
The cost in June was $14,511,305 as against $11,632,859 in June, 
1933. 
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ROOSEVELT AND RAILROADS 


The Trafic World Washington Bureau 


President Roosevelt, after months of inactivity with respect 
to the railroad problem, is now giving attention to it. Coordina- 
tor Eastman conferred with him at Hyde Park, N. Y., September 
§. Previously the President conferred with President Pelley, of 
the New Haven. Coordinator Eastman is prepared to push for 
action at the next session of Congress on his recommendations 
for regulation of highway and waterway carriers. * 

President Roosevelt invited both Mr. Pelley and Mr. East- 
man to come to Hyde Park to discuss the railroad problem. The 
understanding is that he is in the process of formulating the 
position that will be taken by him on that question before the 
next Congress. If he approves the recommendations of Co- 
ordinator Eastman, the main feature of his position will be 
regulation of highway and waterway carriers. So far as can 
be ascertained at this time, the administration will proceed 
to deal with the railroad problem on the basis of private owner- 
ship and operation. 


RAILROADS AND RECOVERY PROGRAM 


The Traffic World Washington Bureau 


In the fourth of a series of reports “of progress made by 
the various federal departments and agencies engaged in the 
national program of emergency relief and economic recovery,” 
Donald R. Richberg, executive secretary of the Executive Coun- 
cil, dealing with “relief of financial pressure,” had the following 
to say with reference to the railroads: 

“Authorized loans to railroads have aggregated $421,700,000. 
(Reconstruction Finance Corporation loans.) Repayments have 
totaled $58,300,000 or 14.1 per cent of disbursements. Many re- 
ceiverships of important carriers were undoubtedly averted by 
these loans. Elaborate studies are being made of each of the 
railroads in trusteeship, to develop its causes and to indicate 
prospective savings in operations. The railroad division (of 
R. F. C.) is cooperating with the federal coordinator of trans- 
portation in his consolidation studies.” 

The latter statement, it is understood, refers to studies look- 
ing to amendments to the consolidation provisions of the pres- 
ent railroad consolidation law in which the question of compul- 
sory consolidation, among other things, as developed by Leslie 
Craven, of the staff of Coordinator Eastman, in the report made 
by him to the coordinator and published in the coordinator’s 
first report (Senate Document No. 119), is under consideration. 
Mr. Craven is continuing his study of the grouping of railroads 
and is in contact with the R. F'. C. officials. 

The coordinator’s staff and the R. F. C. staff also are work- 
ing on proposed revisions of the federal bankruptcy act under 
which railroads may be reorganized. 


ADVANCED FREIGHT RATES 


The Trafic World Washington Bureau 


Six commissioners instituted Ex Parte No. 115 (see Traffic 
World, September 1), set the first hearing for October 1, and 
advised those whe desired to be heard to notify the Commis- 
sion of that fact not later than September 25.. Selection of the 
commissioner or commissioners to have charge of the proceed- 
ing Was deferred until a larger number of the commissioners 
could be present. The six who participated in the conference 
were Messrs. Aitchison, Porter, Farrell, Lee, Tate and Splawn. 

Commissioner Porter, as chairman of the committee on 
cooperation between the federal and state regulating bodies, 
was directed to invite the state commissions to participate in the 
proceeding by means of a committee as in other general proceed- 
ings. The thought among the commissioners was that the state 
commissioners shouid appoint eight of their members, two from 
each of the major districts official, southern, western and moun- 
tain-Pacific. Such a committee cooperated with the federal 
body in the last general rate case, Ex Parte No. 103. The pro- 
ceeding known as No. 26000 is not regarded by the Commis- 
sion as a general case because it was initiated upon petition 
- a tonnage industries which suggested reductions on their 
reight. 

Nothing is likely to be done toward arranging the details 
of the program until after the middle of September. There was 
some talk about beginning the hearings a little earlier but it 
was felt that it would take the various industries of the country, 
a8 well as individual shippers, fully a month to get ready to 
join issue with the carriers on the very detailed proposals sub- 
mitted as appendices to their petition. It was assumed, natu- 
rally, that the carriers could be ready before October 1 to go 
ahead with a general but not detailed justification of this pro- 
posal. But even so it was known that seme of the men who 
had been working on the specific proposals submitted in those 
appendices had not had even i. few days away from their offices 
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for rest. Their office work, naturally, had been neglected while 
they were away preparing the proposals so that any hearing 
before October 1, it was felt, would not result in much progress 
due to the incomplete form in which some of the evidence would 
have to be presented. Hearings before October 1, it was felt, 
would be unjust to shippers. 

It is believed that when the Commission does begin the 
hearing the case will be pushed to the utmost. There has 
grown up a general feeling among traffic managers and com- 
merce counsel that expedition is desirable so as to keep the 
period of uncertainty about rates to the minimum. 

The National-American Wholesale Grocers’ Association, of 
which Milton W. Griggs, of St. Paul, Minn., is president, in the 
first protest against the carriers’ proposed rate increases in Ex 
Parte No. 115, increases in freight rates and charges, 1934, to be 
made public by the Commission, says it is “believed that de- 
creases rather than increases in rates would help the carriers.” 

“This protest is as to rate increases on all commodities 
handled by wholesale grocers, whether specifically named herein 
or not,” says the grocers’ association, which adds that the mem- 
bership of the association transacts not less than 75 per cent of 
the business done by wholesale grocers in the United States. 

The protest points to rate increases in the past. Referring 
to exhibit No. 47 in No. 26000, the association said that the 
exhibit, taking the years 1910 to 1913 as a basis, showed in- 
creases beginning at 5 per cent, going as high as 86 per cent, 
and which in 1932 was, from Chicago to New York, 83 per cent 
and from Omaha to New York 63 per cent. These increases were 
on packing house products. It said further that the exhibit 
showed an average increase in rates of 75 per cent on cured 
meats, fresh meats and live stock. It said this might be larger 
than the average for all rates on all commodities “but certainly 
there have been large increases since the pre-war period.” 

“In view of the tardy and inadequate efforts on the part of 
the carriers to make effective economies and add to their effi- 
ciency,” says the protest, “and in view of the seeming belief 
of the carriers that no other remedy exists for them than in- 
creased rates, there are presented economic and legal principles 
that should certainly be carefully considered in the light of full 
testimony before further increases should be granted.” 

In this connection, the protestants refer to discussion in No. 
26000 and to the adverse effect they say the proposed increases 
would have on the movement of various commodities. 

“Without more detail,” says the association, “these pro- 
testants ask that the petition of the carriers be denied. If par- 
ticular increases are sought to be justified, tariffs can be filed and 
suspended in the regular way, thus guaranteeing full hearings 
as to each commodity.” 

Among informal protests received by the Commission against 
the carriers’ proposed rate advances were letters from the Otis 
Steel Co., the Mutual Warehouse Co., Inc., of Welsh, La., S. N. 
Bradley, of the Whaling Distributing Corporation, New York 
City, and the Vulcan Corporation of Portsmouth, O. The Otis 
company protested specifically against increases on coal and 
iron ore. 

The Public Utilities Commission of Idaho informed the 
Commission by telegram that it was opposed to the proposed 
increases. 





At a meeting in Chicago, September 5, the committee 
headed by R. V. Fletcher and D. T. Lawrence to handle the 
advanced rate case, ex parte 115, outlined the general phases 
of the testimony to be presented, the order of procedure, wit- 
nesses to appear, and made other preparations for prosecution 
of the case. Mr. Fletcher is to have charge of the legal phase 
of the proceeding and the task of preparing the main statistical 
material for submission to the Commission in support of the 
plea for higher rates is to fall to Julius H. Parmelee, head of the 
Bureau of Railway Economics, Washington, D. C. 

Following the meeting territorial committees were set to 
work gathering data and preparing other material to be part of 
the testimony. Little of a specific nature could be learned as 
to what took place at the meeting outside of a statement that 
the general strategy had been outlined, committees appointed, 
and witnesses decided on, where possible. It was further stated 
that there was discussion of and a general canvassing of pos- 
sible shipper objections to the proposals, with a view to de- 
veloping the position of the railroads in such matters in 
advance. 


RAIL ASSOCIATIONS’ MERGER 


The meeting of member roads of the Association of Railway 
Executives and of the American Railway Association, scheduled 
to be held September 6, at Chicago, to consider the report of 
the advisory committee for the Association of Railway Execu- 
tives recommending a plan for merger of the organizations, was 
postponed. It is planned to hold the meeting some time later 
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in the month. The postponement was said to have been made 
because of inability to get all the rail executives together on 
the date set. 

It is understood that J. J, Pelley, president of the New 
York, New Haven & Hartford Railroad Co., has been asked to 
head the new organization and has the offer under consideration. 

Many railroad executives, it is understood, feel that Mr. 
Pelley has the qualifications for the position that it is proposed 
to create, to the end, among other things, that the railroads as 
a whole may more effectively present “their case” to Congress, 
government departments and the public generally, than has 
been done in the past. 


COORDINATING BY STATUTE 


(From an address delivered by O. W. Dynes, general counsel, C., M., 
St. P. and P. Railroad, before the annual meeting of the American 
Bar Association at Milwaukee.) 

Inasmuch as the incumbent of the office of Coordinator was 
designated by Congress as the functionary for conducting this 
study and inasmuch as coordination of all transportation 
agencies was repeatedly a matter of comment when this feature 
of the law was being considered in the committees of Congress 
to which the bills were referred, it is reasonable to assume, and 
is quite generally assumed, coordination of all forms of trans- 
portation is an ultimate purpose of which the specified study 
is the initial step. So viewed the study looms in importance. 
The end aimed at being coordination of all forms of transpor- 
tation, government regulation has not heretofore encountered 
a problem of this magnitude. It transcends in scope and pos- 
sibilities all previous concepts of paternalistic regulation of 
transportation. In theory it has popular appeal as a “consum- 
mation devoutly to be wished.” 

Transportation of persons and property for hire is now 
being performed by four classes of carriers operating, respec- 
tively, by airways, waterways, highways and railways. Any 
plan or process of coordinating these four types of carriers will 
meet a keen public interest and encounter important private 
interests. There will be, however, no short, quick step to a 
transportation Utopia. Indulging the debatable assumption that 
a practicable bill will be devised and presented to the Congress 
which will be just and equitable as between these four classes 
of carriers, the incidental abandonments of properties and re- 
ductions in payrolls will present legal and social questions on 
which differences will arise not easily composed. 

Among practical men, there is a prevailing belief that many 
economies can be effected in this field of future coordination 
of these carriers and that new laws, properly adapted to the 
purpose, will be necessary features cf the ambitious undertaking 
which the Coordinator’s study foreshadows. These four agencies 
of transportation are already in keen competition with one an- 
other. There is already much duplication of service resulting 
from this competition, and it is increasing. There is an obvious 
tendency of the newer transportation agencies to over expend 
(as older ones have done) in areas where traffic density, either 
presently or prospectively, does not justify much expansion. 
The public believes each of the four types of carriers can do 
some parts of the transportation service the public requires, 
better than either of the other three. A practical plan of co- 
ordination that would assign to each type in the main the 
service it can perform best, would seem to promise a triumph 
of economy. There will be differences of opinion on the ques- 
tion of which can do best a given part, and the merits of such 
differences must be determined by economic studies and the 
conclusions enforced by new compulsory statutes. 

There is much in reason supporting the view that a fabric 
of laws to regulate and coordinate, in the public interest, only 
one of the four competing classes of public carriers, without 
corresponding regulation of the other three or without inter- 
coordination of all four, would be ill-balanced as a legislative 
policy and illogical as planned economy. 


The present law, by a sort of self-repealing provision, will 
be terminated at the end of two years from its enactment. It 
will not live long enough to govern any four-party coordinating 
plan, but it contemplates, and is likely to have, a successor of 
sufficient longevity. It will be some years before those in the 
legal profession will have to deal with laws the Coordinator 
may sponsor in consequence of the studies the present law 
requires him to conduct, except as members of the profession 
may participate in their legislative development soon likely 
to be under way. The Bench and Bar will deal with many 
problems if and when a scheme of laws is enacted sufficiently 
comprehensive to undertake the disposition of owner and mort- 
gagee property rights, the divisions of services to be performed, 
the relative extent of participations in remunerative operations 
and the policing of it all, as between carriers by airway, water- 
way, highway and railway. 

Turning comment from this phase of the statute and its 
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implications, which enlivens the imagination and leaves con- 
clusions to await facts yet unborn, your attention is invited 
to the second of the three general fields of statutory coordina- 
tion. 

By Section 5, Sub (2), the Coordinator is, I quote, “to 
promote financial reorganization of carriers, with due regard 
to legal rights, to the extent required by public interest and 
improved carrier credit.” Just this quoted language and nothing 
more on the subject does the statute contain. It offers no 
suggestion as to how or by what means the Coordinator is to 
promote financial reorganization. The quoted language would 
seem to require the Coordinator to induce not the carriers but 
the owners of securities of individual carriers, usually number. 
ing well up in the thousands, to scale down their respective 
holdings in a mutually satisfactory way. There is something 
naive about this particular feature of the statute and the 
Coordinator has doubtless placed it near the bottom of his list 
of statutory duties. 

In the one remaining general field of coordinations as. 
signed to the Coordinator are the coordinations among rail- 
roads. 


The genesis of coordination of railroads did not begin with 
the President’s appointment of a coordinator. Gradual integra- 
tion of economic coordinating of railroads has been under way 
for more than three-quarters of a century. The early concept 
of American railroads took color from the turnpike road and 
canal in the sense that the railroad was then contemplated as 
an independent unit to serve its locality without much regard 
to what lay beyond. To catalogue even the more important 
steps of coordination during the seventy-five-year period would 
be entirely too tedious for this presentation. The following few 
illustrations will serve to characterize the process: It began 
with building track connections between neighboring railroads 
Then followed the establishment of through rates over two or 
more railroads, the establishment of joint through routes, the 
interchange of cars, the standardization of track gauge and 
equipment to permit the free interchange of cars, the through 
billing of shipments, the issuance of through passenger tickets, 
the joint ownership of rights of way and tracks, the joint opera- 
tion of trackage, the union stations, the jointly owned or jointly 
used terminal trackage, the reciprocal switching, the jointly used 
river bridges, the jointly used tunnels, the jointly owned and 
operated interlocking plants, the jointly constructed grade sep- 
arations, the union ticket offices, the joint tariff publications and 
joint inspection bureaus. Currently with the economies by co- 
ordinations, thus meagerly illustrated, the process of railroad 
consolidations, that long has been a major feature of raliroad 
coordination, went steadily on until restricted by the public 
demand for competition between railroads, which led to the en- 
actment of a federal law preventing the consolidation of parallel 
and competing lines and to the enactment of other restrictive 
anti-trust laws, state and federal. In that period, and prior to 
the enactment of the law that restricts and controls carriers in 
exchange of their securities, ordinarily incident to consolida- 
tions, the extraordinary accomplishments in railroad coordina- 
tion and economies by railroad consolidations may be illustrated 
by the fact that a single trunk line system serving this city of 
Milwaukee is a composite of what had been more than 240 sep 
arate railroad companies. This coordination of 240 separate rail- 
roads consolidated under one corporate management and under 
one system’s overhead expense is by no means unique among 
the railroad systems of today. Other railroad companies in 
considerable number could be specified, each of which is the com- 
posite of even a greater number of coordinated properties by the 
early consolidation methods. 

The coordinator, starting his efforts after all thus alluded 
to had been accomplished, is confined to such opportunities for 
economic improvement as still remain and, as previously men- 
tioned, is restricted in his functions by the terms of the statute 
as well as by the fact the ground had been quite thoroughly 
worked prior to his advent. 

The government's policy of coordinating transportation by 
statute cannot be fairly judged by the economies that have been 
or can be accomplished under the present statute which confines 
the coordinator’s activities, in railroad coordination, mainly 0 
minor economic features, many of which were already the sub- 
jects of study and activity by independent and joint committees 
acting under railroad managements that lent their aid to the 
coordinator and in many of which, economies would have been 
accomplished by those committees in the absence of the present 
coordinator law. The present law will justify itself if the de 
velopments under it are such as will afford law makers safe 
guidance in respect of what should be included in and excluded 
from the provisions of a permanent law. 

A law that would clothe the coordinator with plenary power 
to prevent over-expansion, unnecessary duplication of service 
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and facilities, destructive and uneconomic competition; a law 
that would compel equitable participation by all carriers in the 
least profitable as well as the most profitable features of trans- 
portation and would eliminate uncompensated accessorial serv- 
ice, would doubtless have public support. 

It is the belief of this speaker that a coordinator law of this 
general scope, unencumbered by emergency measures, directed 
to the end of coordinating justly and equitably waterway, high- 
way, airway and railway transportation facilities, in a way that 
would permit each to contribute to transportation as a whole 
that service which it could perform better than either of the 
other three, would result in practical benefit to shippers, trav- 
elers, communities, and to the art of transportation. 


RESTORATION OF FREIGHT RATES 
Editor The Traffic World: 

The public press of August 28, 1934, had a front page an- 
nouncement with the caption “Class 1 Carriers Demand Hike in 
Freight Rates to Meet Growing Costs.” This must bring to the 
mind of every thoughtful person the most tragic commercial 
episode which ever occurred in the history of this country and to 
which I have attempted toe call their attention as it was culmi- 
nating, in article after article in The Traffic World. 

After forty-two years in railroad service, which terminated 
at the end of government control, and five years of public life, 
I was, in September, 1925, reelected to office in Mobile for a six- 
year term, ending September 30, 1931. In November, 1925, I was 
summoned to the White House by President Coolidge, who said 
that he was considering offering me a position on the Interstate 
Commerce Commission to fill out a part term to be made vacant 
by a resignation then pending. I informed the President of my 
reelection in Mobile and told him I was not hunting a job. He 
insisted, however, that, because of my railroad experience, I 
was needed in the position he expected to offer me and it was 
my public duty to accept it. This I agreed to do under a gentle- 
man’s agreement, as I thought, to serve during good behavior. 
Not because of any superior capacity, but as a result of long 
experience as a railroad auditor and manager, I soon began to 
see in the records of the Commission facts of tremendous impor- 
tance to the welfare of the carriers and the country (which are 
synonymous) more clearly than my associates on the Com- 
mission, 


The government assumed control of the carriers on Jan- 
lary 1, 1918, and, shortly thereafter, raised railroad wages one 
thousand million dollars annually. As more money cannot be 
taken out of a railroad treasury than is put in it, this made neces- 
sary two great increases in rates—the first by General Order 
No. 28 and the second by I. C. C. Ex Parte 74. The results of 
these advances proving somewhat excessive, they were followed 
by a horizontal decrease of ten per cent. 

If the commissions, state and federal, had allowed these con- 
ditions to continue undisturbed, the financial catastrophe which 
overwhelmed the country during the recent past would have 
been averted. Such, however, was not the case. Hardly had the 
incomes of the railroads become adjusted to meet these in- 
creased wages than incessant demands began to be made upon 
them by clamorous shippers and consignees, through both state 
and interstate commissions, for reductions in their rates with- 
out regard to the fact that the revenue thus created was abso- 
lutely necessary for their proper existence. These demands took 
two forms, one of asking for reduction in prospective revenue by 
decreasing tariffs, the other by claimants, who, putting their 
hands into the pockets of the past by means of so-called repa- 
ration claims, demanded the carriers be deprived of money long 
before earned and often expended. 

I used all of the power at my command as commissioner 
to prevent these depletions of revenue, both as a matter of prin- 
ciple and of national policy. I especially objected to reducing 
the earned revenue of the carriers, believing claims of this 
character to be unlawful because they violated the letter of 
section two of the interstate commerce act, and were against 
the spirit of our ex post facto laws. I arrived at this opinion not- 
withstanding the fact that I knew the reductions being asked 
for had been in some instances approved by the courts, but in 
timid litigation and half-baked decisions. In ten years these 
decreases in the revenue of the carriers aggregated nine hundred 
million dollars annually. The full effect of this tremendous 
amount, as it piled up from year to year, was not fully apparent 
until its peak was reached. 

This culminated at the beginning of 1930 When the man- 
agers of the carriers, looking into their treasuries for the money 
to pay the increased wages of employes, were confronted with 
their distressing emptiness and like: 


Old Mother Hubbard, went to the cupboard 

To get her poor dog a bone; 

When she got there, she found the cupboard was bare, 
And so the poor dog had none. 
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On this account, railroad managers, who could not take off 
one per cent of the increased rate of pay of their organized em- 
ployes, were forced by the tragedy of the want of funds to re- 
duce their number. This was done by a dismissal of seven hun- 
dred and fifty thousand faithful employes in 1930, soon increased 
to a million. 

The operating costs of a railroad are almost equally divided 
between labor and material, and, as the value of material is 
all labor, except as to its virgin substance, like timber in the 
tree or coal in the mine, a reduction of a million railroad em- 
ployes is synchronized by a like decrease of employes in affili- 
ated industries. It is estimated that each pay check feeds, 
clothes, and houses four persons. Therefore, when two million 
people are thrown out of employment, eight million persons 
have their power of consumption limited, if not destroyed. This 
started a vicious circle, which soon swept into its vortex “the 
butcher, the baker and the candlestick maker,” and, before its 
revolution was completed, there were ten million people out 
of work and forty million persons deprived of their usual means 
to buy cotton, wheat, and all other commodities, many if not 
all of which by this cause were driven down to the lowest price 
since the days of Queen Elizabeth. 

This was not all; labor and capital are twins bound to- 
gether by an inseverable ligament. One cannot be injured with- 
out like effect upon the other, and this nine hundred million 
dollar annual decrease in freight rates did equal damage to both. 

The aggregate amount of railroad stocks and bonds is twice 
greater than all of the gold money in the world, and prior to 
January 1, 1930, were good bases of credit any time, anywhere, 
at any bank. These reduced freight rates greatly decreased, if 
they did not destroy entirely, the value of these railroad securi- 
ties. This forced six or seven thousand banks to close and 
carried poverty and distress into additional millions of homes. 

While on the Interstate Commerce Commission, I did all I 
could to prevent this catastrophe, and when the part term to 
which I had been appointed expired, was busily engaged in put- 
ting my views in shape to present to the Commission, and 
through an expression of my opinion, even though only in dis- 
sent, to reach the people. That I did not lack the courage of my 
convictions is, I believe, fairly illustrated by the fact that, in 
my attempt to protect the revenues of the carriers from this 
fatal depletion, I did not fear being in the minority. The rec- 
ords of the Commission prove this, because they fail to show 
where the opinion of one commissioner against the majority has 
been upheld by the Supreme Court and other federal judiciaries, 
except when Commissioner Taylor was the dissenter, and this 
was always when his efforts were in this direction. (As these 
cases are part of the public record, it is not improper for me to 
refer to them.) 

President Hoover, at this critical moment in my work, 
failed to reappoint me. He afterwards wrote me a letter which, 
in effect, said he would be deeply pained if I thought his failure 
to do so was caused by any lack of appreciation of my ability, 
intelligence, and devotion to public duty, but that I was just too 
old. As I was only eighteen months older than President 
Coolidge’s last appointee to the Commission, and as a high offi- 
cial of the Republican party organization informed a friend of 
mine that an objection by a railroad magnate, whose property I 
had attempted to bring within the law, would prevent President 
Hoover reappointing me, I doubted the sincerity of the reason 
given for my not having been reappointed. 


The end of my term on the Commission did not terminate 
my efforts to serve the people of the United States by attempting 
to restore these freight rate reductions. I even went so far as 
to present a petition, in my own name, to the Commission asking 
that this be done in amounts equal to a fifteen per cent advance 
in all freight rates. This was done simply as a lover of my 
country. 

I received many kindly expressions from persons high in 
authority among the carriers and elsewhere, in response to my 
voluminous correspondence on this subject. The president of 
one of greatest railroad systems wrote: 


Permit me to express my personal indebtedness to you for the 
thoughtful consideration which you have given to railroad problems, 
and I trust that we may have the continued benefit of your ripened 
wisdom and militant counsel. 


” 


However, “fine words butter no parsnips,” and, as no one 
was willing to lend a helping hand, my efforts “died abornin.” 

The lack of interest in the restoration of these freight rate 
reductions by those most concerned was caused by the belief 
of many railroad managers that it would cause them to lose, to 
the subsidized inland waterways or to the trucks, a large part of 
their remaining traffic, charging diversion to these transportation 
routes as having been the cause of all of their woes by taking 
their business away from them, the real facts being, however, 
that these waterways were handling only one-tenth of one per 
cent and the trucks about eight per cent of the total tonnage, 
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much of which they had created themselves, and that the cause 
of their loss of business was the depression and not the boats 
and trucks. Therefore, as the depression was the result mainly 
of the reduction in these freight rates, their restoration, by 
removing the cause of the loss of the traffic, would pave the 
way for its return. 

There were other railroad managers, however, who Were for 
a long time simply asleep at the switch. The efforts now being 
made by some of them to secure partial restoration of freight 
rate reductions (not advances), which caused them such great 
loss for revenue, is encouraging evidence of an awakening. 

At any time since January 1, 1930, that these freight rate 
reductions had been restored by a twenty per cent horizontal 
advance in all rates, with all differentials between commodities 
and localities scrupulously preserved, twenty dollars would have 
been put in all railroad treasuries to every dollar diverted by 
increased competition and the depression would have been at 
an end. 

Nothing has been here said about passenger rates, first, for 
the reason that no such reductions by government power had been 
made in them as in freight rates; second, because all things of 
value are determined by quantity and quality. This applies 
equally to diamonds and ten acre lots and determines as well 
the relative value of rail transportation, the quantity of which 
is measured by weight and distance and the quality by an in- 
finite variety of details. Everyone knows that the difference in 
the quality of transportation furnished in handling a ton of 
coal and in transporting a ton of human beings is very great. 
The question arises, however, whether it is great enough to 
justify the difference in the charge. With the passenger rate 
three cents a mile, the ton mile rate for handling human beings 
is something less than four hundred mills, while a ton of coal 
is transported for less than ten mills. This may be the funda- 
mental reason why the old passenger rate could not meet the 
competition of the bus and has fallen of its own weight. 

R. V. Taylor, 
Mayor of Mobile (former member of I. C. C.). 

Mobile, Ala., Aug. 31, 1934. 


RAIL AND TRUCK RATES 


Coordinator Eastman, as the result of correspondence with 
Cc. G. Anthony, of the Motor Freight Terminal Company of Los 
Angeles, Calif., has referred to the California railroads a sug- 
gestion of Mr. Anthony that a committee of truck operators in 
his state meet with representatives of the rail carriers to con- 
sider rail and truck rate relationships. 

“I believe the time is now ripe for a committee represent- 
ing the California railroad lines and a committee of the truck 
lines to meet and discuss the subject fully,” said Mr. Anthony 
in a letter which, with a number of exhibits to which he refers, 
he sent to the coordinator. Continuing, he said: 


As a member of the State Trucking Code Authority for the past 
four months, I am in a position to state authoritatively that practically 
all of the LCL freight rates are depressed far below a rate level 
satisfactory to truck operators, and in this particular fleld trucks can 
operate cheaper than rail. The truck operators desire to file higher 
rates than the railroad LCL rates, but of course, it is impossible to do 
this unless, concurrently, LCL rail freight rates are elevated. 

Many of the truck operators have filed two sets of rates with the 
Code Authority; the effective truck rates equal the present rail rates; 
another set of rates 15 to 20 per cent higher are to become effective 
at such time as rail rates are raised to the same level. 


The LCL rail freight rates in this state are greatly depressed and 
are woefully inadequate to return even the out-of-pocket cost inci- 
dental to the service rendered. 

Exhibit No, 1, attached, shows a comparison between present LCL 
rail class rates, rates sufficient to return operating costs and rates 
sufficient to return full cost and profit. The exhibit shows that the 
present rates are about one-half of what they should be to cover full 
operating costs; and about one-third of what fully compensatory rates 
should be. 

It is a well known fact that rates which return only one-half or 
less than one-half of operating costs are insufficient to cover actual 
out-of-pocket costs, when collection and delivery service is included 
as a part of the service for which the rate is charged. 

Exhibit 2, consisting of 3 pages, and Exhibits 3 and 4 hereto at- 
tached, contain the traffic units and cost data used to develop the 
rates shown on Exhibit 1. 

The rates shown are based on freight train operation, although 
much of the LCL freight in this state moves in mixed trains. This 
expedited mixed train service is more expensive than the freight 
train operation. 

Exhibit 5 shows the relationship between the out-of-pocket cost 
of handling LCL freight in freight cars, and the out-of-pocket cost 
of handling LCL freight in baggage cars in mixed trains. The third 
column of Exhibit 5 shows the difference in cost between the two 
methods of operation. This exhibit shows that the out-of-pocket cost 
is increased 4.9 cents per car mile, or $2.14 a ton with an average of 
5 tons per car for a 217 mile haul, Exhibit 5 deals with the movement 
of freight by the Southern Pacific between Los Angeles and the Im- 
perial Valley, the freight now moving in mixed trains. 

Without regard to the fact that the present railroad LCL freight 
level in this state is so low that many of the individual rates are ac- 
tually below out-of-pocket cost (this is particularly true of rail hauls 
under 50 miles), the rates are being still further depressed by a 
broadening of the hardware, grocery and other groupings which are 
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the basis of commodity rates, lower than the 4th Class LCL rate in 
many instances. 

In view of the fact that the railroads are attempting to increase 
the number of first, second and third class articles, to be included {jy 
these commodity groupings, I am caused to wonder if the “powers 
that be’’ in the railroad world, really realize what their traffic de- 
partments are doing to LCL freight rates. There seems to be an in 
sane desire on the part of certain railroad departments to move ton 
nage irrespective of cost, and they seem to be lulling themselves to 
sleep with the constant repetition of the soothing slogan “A little 
more freight can be handled with no additional cost,"’ 

Pending the securing of complete regulation of transportation 
companies, both intrastate and interstate, I believe that we can con 
trol minimum rates through the trucking code; at least we should 
give it a trial. 

Personally I am not in complete sympathy with the trucking code 
as it exists at the present time, because it covers only a subdivision 
of an industry, It is common knowledge that no scheme of regulation 
be it by code or other regulatory body, can be successful unless it a) 
plies to all who are engaged in making or distributing like products 
or rendering like services. 

I think the trucking code, like most codes has a high salvar 
value, and that this value will be retained for the benefit of the in 
dustry for many months to come, certainly until it is supplemented 
with proper regulation. 

Il am ready to gather together a small representative committee 
of influential truck operators in this state, to meet with a railroad 
——— if such arrangements can be perfected through your kind 
efforts, 


TRUCK REGULATION FIGHT 


Indication that there may be a fight against the present 
administration and management of the affairs of the American 
Trucking Associations, Inc., now headed by Ted V. Rodgers, at 
the first annual meeting of the organization to open in Chicago, 
September 24, is contained in a bulletin issued by the Regu- 
lated Motor Transportation Association of Minnesota. Opposi- 
tion of the national organization to federal regulation of motor 
transport operations is objected to and a statement by Lou 
Hosking, executive vice-president of the Minnesota organiza 
tion, makes reference to “domination” of the trucking organiza 
tion by truck manufacturers, referring specifically to Edward 
F. Loomis, now manager of the _ national trucking association 
and formerly connected with the National Automobile Chamber 
of Commerce, a manufacturers’ organization. 

“The time has come for a showdown on the management 
of the A. T. A.,” declares the bulletin. “It is high time for us 
to face the facts—to cease spending time and money chasing 
the NRA code rainbow and to get down to the serious business 
of putting truck transportation on a permanent and profitable 
basis. Federal regulation seems to be the only way out.” 

According to the statement by Mr. Hosking, two major 
issues will face the members at the Chicago meeting of the 
national organization—the attitude of thé association toward 
federal regulation of motor transport operations, and its rela 
tionship to the National Automobile Chamber of Commerce. 

“It will be remembered,” he says, “that the old American 
Highway Freight Association was organized primarily to promote 
federal regulation. It will also be remembered that, when the 
original management of the A. H. F. A. was ousted, the name 
was changed to the present American Trucking Associations, 
and that, shortly thereafter, the new management, on its own 
authority and without first consulting the membership, reversed 
the policy with regard to federal regulation. 

“The N. A, C. C. which, so far as we are concerned, can be 
said to represent the truck manufacturers, has consistently 
opposed federal regulation of trucking, possibly because the 
manufacturers believe that such legislation might have the 
effect of slowing up truck sales which, from their point of view, 
apparently is less desirable than the elimination of cut-throat 
rate competition from the truck transportation industry.” 

In the opinion of Mr Hosking, federal regulation of the 
motor transport industry is the only solution for the evils the 
industry is suffering from and he concludes his statement by 
saying that, “if N, A. C. C. influence is blocking the A. T. A 
from taking a pro-regulation stand, then Edward F. Loomis must 
be ousted from the association.” 


IMPROVEMENT OF HIGHWAYS 


“Nearly $600,000,000 worth of road, street and highway im 
provements of every description will be left behind as per- 
manent and useful memorials of the public works program creat- 
ing employment and promoting industrial recovery and close [to 
300,000 men now are employed on projects under construction,” 
says Public Works Administrator Harold L. Ickes. “During the 
period of construction to date a great many more men have bee! 
employed on the PWA road building sites. 

“The best available estimates are that considerably more 
than 300,000 men have been given employment indirectly through 
production and transportation of materials and machinery being 
used at construction sites. 

“Indicative of the vast amount of employment and activity 
that has been created in the heavy industries by the federal road 
building program alone is the report of the Bureau of Labor 
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Statistics of the Department of Labor that $127,525,000 worth of 
materials for that program had been purchased up to July 15. 

“The bureau’s figure includes only materials purchased for 
installation in roads, and does not indicate the amount of 
indirect and industrial employment created by purchases of 
machinery to be used by contractors nor the additional employ- 
ment created by transportation of both materials and machinery. 

“Under supervision of the Bureau of Public Roads of the 
Department of Agriculture the federal government is building 
$400,000,000 worth of main highways and feeder roads that are 
part of the federal aid system of good roads, $15,000,000 worth 
of roads in the national forests and $5,000,000 worth on the public 
lands of the United States. 

“On August 18 the Bureau of Roads reported that 267,227 men 
were directly employed on 3,944 projects in every section of the 
country that are estimated to cost $246,080,000 over 11,000 miles 
was under construction. It also reported that 3,855 projects 
had been completed at an approximate cost of $140,689,000. 

“The National Park Service of the Interior Department is 
pbuilding $26,884,144 worth of roads and trails to make the na- 
tional playgrounds, monuments and reservations more accessible 
and enjoyable to visitors. Many of these roads are important 
links in the national system of improved highways. 

“The Forest Service of the Department of Agriculture is 
building $10,100,000 worth of roads and trails in the national 
forests in addition to the $15,000,000 worth of roads in national 
forests being buill under supervision of the Bureau of Roads. 

“The national forest roads being constructed by the Bureau 

Roads are part of the federal system of good roads. Many 
of the roads built by the Forest Service are important links 

the national highway network, while others are for the use 
ff the service in caring for this valuable part of the public 
domain as well as for the use of visitors to the forests. 

“The Bureau of Indian Affairs of the Interior Department is 
spending $4,028,500 for roads and bridges on the Indian reserva- 
tions, Which will be of great benefit to the Indian inhabitants of 
the reservations and to travelers through those interesting 
regions, 

“Municipalities, counties, road districts and states are build- 
ing more than $125,000,000 worth of road and street improve- 
ments of all descriptions, as a result of PWA loan and grant 
allotment totaling $78,045,982. The difference between the 
amount allotted by PWA and the cost of the projects is due 
to the fact that recipients of allotments for a large number of 
projects are supplementing the PWA allotments with their own 
money, A great many allotments were grants only of 30 per 
cent of the cost of labor and materials to be used, with the 
recipients agreeing to furnish the remaining 70 per cent of the 
cost of their projects. 

“These non-federal road and street improvements are esti- 
mated to create 509,000 man-months of direct employment 

construction sites and a much greater amount of indirect 
and industrial employment through production of the materials 
ind machinery that will be required for construction.” 


TRUCKING-HOUSEHOLD CODES 
The National Recovery Administration has announced that 
a hearing will be held September 12 at the Willard Hotel, Wash- 
ington, D, C., on the question of whether or not vehicles engaged 
in the transportation of used household goods, or used office 
furniture and equipment, are to be included wholly or partly 
under the trucking code, or Wholly or partly under the code 
for the household goods, storage and moving trade. 


AVIATION INQUIRY 
The Trafic World Washington Bureau 


Completing a 13,000-mile inspection tour of air transpor- 
tation systems and air centers of the United States and Central 
\merica, members of the Federal Aviation Commission have 
returned to Washington. The commission was appointed by 
ie President, as directed by Congress, to recommend a new 
National aviation policy. 

Vice-Chairman Edward P. Warner, who has been directing 
the affairs of the commission in the absence of Chairman Clark 
Howell, now in Europe making a similar survey of foreign avia- 
tion conditions, said the tour was a great success, both from 
the standpoint of data gathered and the interest found in the 
lation’s air development. 

The survey of Vice-Chairman Warner and his associates 
extended over twenty-eight states, eleven foreign countries and 
one overseas territory, the Canal Zone, and included 12,000 miles 
of flying and approximately 1,000 miles of surface transport— 
‘ll covered in a period of five weeks. 

After Chairman Howell returns from Europe September 12, 
Commission plans to meet with President Roosevelt at Hyde 
Park preliminary to opening formal hearings in September. In 
addition to Mr, Warner other niembers of the commission mak- 
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ing all or a part of the 13,000-mile inspection tour included 
Jerome C, Hunsaker, Franklin K. Lane, Jr., and Albert J. Berras, 
together with Colonel J. Carroll Cone, executive secretary of 
the Commission, 

Commenting on the survey just completed, Vice-Chairman 
Warner said: 


We have landed at some of the oldest posts of the army air corps 
and some of the newest, and a number of selected naval air stations, 
and have talked with the personnel of army and navy and coast guard 
We have touched at a large proportion of the operating and mainte- 
nance bases of American air transport lines and inspected their equip 
ment, and discussed their problems not only with the officials of the 
transport companies but with pilots and maintenance personnel and 
meteorologists and engineers and other employes as well. We have 
visited most of the plants engaged in manufacturing aircraft or en 
gines for the military and naval services, and a considerable number 
of those that have purely commercial activities 

In the course of our travels we have flown in aircraft of the army 
and of the navy and of the Department of Commerce, on regular 
scheduled airlines, and in aircraft owned by the aviation industry 
and aircraft owned by private individuals. We have flown in land 
planes and fiying boats and in an autogiro and, in the interest of en 
larged personal experience of what American aviation is and does, 
we have made excursions in a helium-filled airship and a flight in a 
glider. It is a tribute at once to the reliability of modern aircraft, 
to the skill of their operating personnel, and to the weather condi- 
tions of the areas that we have visited when we report that there 
have been only three minor departures from a schedule laid out a 
month ago, and that only one flight has had to be cancelled on ac 
count of bad weather conditions or for any other reason 

We have found evidence in every community that we have visited 
of a very strong and widespread desire that there should be the 
fullest possible development of aeronautics in the national interest 
There is a desire that the social and economic benefits that aircraft 
seem to hold forth should be as widely disseminated as possible. Since 
't is manifest that the problems are federal only in part, we were in 
terested and encouraged to find so many municipal and commercial 
airports being maintained in such admirable condition and to en- 
counter evidence of such general willingness to develop and operate 
all necessary facilities for taking advantage of whatever opportunities 
aviation may offer. 

Our next step is to complete plans for our proceedings in Wash 
ington and for the collection of further data bearing on the broad field 
of our inquiry We have already received a very large amount of 
material, accumulated during our absence, and we expect within the 
next few days to assimilate it and decide on the precise way in which 
it can best be used and on how it can best be supplemented, 


AIR EXPRESS DOOR DELIVERY 








Motorcycles with specially-constructed bodies have been placed in 

service by the Railway Express Agency to expedite door-delivery of 

its rapidly-growing air express. An indication of the increasing popu- 

larity of this swift medium of transportation is evidenced by recent 

figures from the express organization which show an increase of 147 

per cent in air express traffic for the first half of 1934, compared with 
the same period last year. 


AIR LINE ACCIDENTS 


American-operated air passenger lines flew 796,950 miles 
“per” accident in the first six months of 1934, according to the 
Bureau of Air Commerce, Department of Commerce. There were 
27 accidents in 21,517,658 miles of flying. 

In 6 accidents, passengers or employes of the lines were 
fatally injured. The total number of passenger fatalities was 
16 pilot fatalities numbered 6, co-pilots 3, and members of air- 
craft crews, 4. 

Passenger miles flown “per” passenger fatality (a passenger 
mile being the equivalent of one passenger flown one mile) 
were 5,848,223. 

In January-June, 1933, the airlines had 48 accidents in 
25,862,120 miles of flying, making the miles flown per accident 
figure for the 1933 period 538,794. There were 5 fatal accidents 
in the first six months of 1933, fatalities including 4 pilots and 
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2 passengers. Passenger miles flown “per” passenger fatality 
in the 1933 period were 38,321,196. 

Causes of the 27 accidents which occurred in scheduled 
flying during the first six months of 1934 were divided as fol- 
lows: Personnel errors, 52.04 per cent; power plant failures, 
11.85 per cent; airplane failures, 18.51 per cent; weather, 14.82 
per cent; airport and terrain, 0.98 per cent; other causes, 1.85 
per cent. 

In studying injuries and fatalities occurring in scheduled 
airline accidents during the first half of 1934, the Bureau of Air 
Commerce found that 179 persons were involved in the 27 acci- 
dents, and that of these 106 suffered no injury whatever. There 
were 34 minor injuries, 10 severe injuries and 29 fatalities. 

A special study was made of accidents in domestic opera- 
tions and those of lines extending to foreign countries. Domestic 
lines had 25 accidents in 17,723,665 miles of flying, thus flying 
708,947 miles “per” accident. The foreign extensions had 2 
accidents in 3,793,993 miles of flying, or 1,896,997 miles “per” 
accident, 

The accident report is based on the findings of the accident 
board of the Bureau of Air Commerce, which is composed of two 
pilots, a flight surgeon, an aeronautical engineer, a lawyer versed 
in air law, and a statistician. This board investigates and deter- 
mines the causes of all civil aircraft accidents by analyzing all 
accidents reported from the field, and reducing them to their 
causation factors expressed in percentages, 


AIR TRAFFIC 

Scheduled airlines operating in continental United States 
carried 46,171 passengers in July, according to reports from the 
Department of Commerce from 21 of the 22 companies operating 
that month. 

These scheduled airlines flew 4,051,676 miles, carried 166,605 
pounds of express and flew 17,954,542 passenger miles during 
July. (A passenger mile is the equivalent of one passenger 
flown one mile.) 

Comparisons with June, 1934, and July, 1933, are shown in 
the following: 

L June, 1934 July, 193 
Number of companies operating.... 20 2 
Number of companies reporting.... 20 21 
Passengers carried 43,292 46,171 
Express carried (pounds) 170,275 166,605 
Miles flown 3,654,593 4,051,676 4,868,717 
Passenger miles flown 17,897,301 17,954,542 21,417,110 
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Preparation of a complete aerial photographic map of the 
United States as an aid to the Commission in regulating the 
railroads, is suggested by Rex Martin, assistant director of air 
commerce for air navigation, of the Department of Commerce, 
in a discussion of opportunities for airplanes in government 
service, 

Photographic maps also would provide the Inland Waterways 
Corporation with much valuable information in connection with 
operation and maintenance problems, according to the director. 

“Federal government departments,” says he, “are realizing 
more and more that by using the airplane they can speed up 
their work and increase their usefulness with actual savings in 
expense. Aviation has long been well established in the War, 
Navy and Commerce departments, where it is a part of the routine, 
but other non-aeronautical agencies such as the Treasury, In- 
terior and Agricultural departments have increased their use of 
the airplane in the last few years and probably could still find 
many advantages for it which have not yet been touched. 

“Other branches of the government provide numerous opPpor- 
tunities for the airplane. Besides increasing their own effi- 
ciency, the widespread use of the airplane in the federal depart- 
ments would provide a further stimulus to private and industrial 
operations.” 

Mr. Martin said airplanes were now being used by the 
U. S. Coast Guard, the Customs Service, the Public Health Serv- 
ice, the Bureau of Air Commerce of the Commerce Department, 
and the forest service of the Department of Agriculture. 

It might be feasible, says he, for the Interior Department 
to give serious consideration to the operation of an air line 
and making aerial surveys in conjunction with the Alaska Rail- 
road. Aerial surveys, he says, should prove valuable to the 
Bureau of Public Roads in determining routes. He suggests that 
the Bureau of Lighthouses could use airplanes to good effect. 
Other departments he believes could profitably use airplanes are 
the Bureau of Navigation and Steamboat Inspection, the Coast 
and Geodetic Survey, the Bureau of Fisheries, the Immigration 
and Naturalization Service of the Labor Department. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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RAILROAD EARNINGS 


Class I raliroads of the United States for the first seven 
months of 1934 had a net railway operating income of $261, 
024,805, which was at the annual rate of return of 1.99 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
seven months of 1933, their net railway operating income was 
$219,481,527, or 1.66 per cent on their property investment, 
according to the bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before inter 
est and other fixed charges are paid. 

This compilation as to earnings for the first seven months of 
1934 is based on reports from 148 Class I railroads representing a 
total of 239,321 miles. 

Gross operating revenues for the first seven months of 1934 totaled 
$1,905,880,618 compared with $1,709,046,574 for the same period in 
1933, an increase of 11.5 per cent. Operating expenses for the first 
seven months of 1934 amounted to $1,420,770,832 compared with 
$1,263,976,739 for the same period in 1933, an increase of 12.4 per cent 

Class I railroads in the first seven months of 1934 paid $149,- 
100,376 in taxes compared with $154,835,597 for the same period in 
1933, a decrease of 3.7 per cent. For the month of July alone, the 
tax bill of the Class I railroads amounted to $21,285,508, a decrease 
of $1,772,049 or 7.7 per cent under July, 1933. 

Thirty-three Class I railroads failed to earn expenses and taxes 
in the first seven months of 1934, of which nine were in the Eastern, 
seven in the Southern, and seventeen in the Western district. 


Class I railroads for the month of July alone had a net railway 
operating income of $35,220,889, which, for that month, was at the 
annual rate of return of 1.52 per cent on their property investment 
In July, 1933, their net railway operating income was $64,752,602, or 
2.77 per cent. 

Gross operating revenues for the month of July amounted to $275,- 
983,518 compared with $293,723,872 in July, 1933, a decrease of six 
per cent. Operating expenses in July totaled $208,483,770 compared 
with $194,925,735 in the same month in 1933, an increase of seven 
per cent. 

Eastern District 


Class I railroads in the Eastern district for the first seven months 
in 1934 had a net railway operating income of $165,477,754 which 
was at the annual rate of return of 2.53 per cent on their property in- 
vestment. For the same period in 1933, their net railway operating 
income was $143,285,228 or 2.16 per cent on their property investment 
Gross operating revenues of the Class I railroads in the Eastern dis- 
trict for the first seven months of 1934 totaled $992,131,$91, an in- 
crease of 13.4 per cent above the corresponding period in 1933, while 
operating expenses totaled $714,008,175, an increase of 14.9 per cent 
above the same period in 1933. 

Class I railroads in the Eastern district for the month of July 
had a net railway operating income of $17,750,287 compared with 


$36,177,665 in July, 1933. 
Southern District 


Class I railroads in the Sonthern district for the first seven 
months of 1934 had a net railway operating income of $33,612,146 
which was at the annual rate of return of 1.86 per cent on their 
property investment. For the same period in 1933, their net railway 
operating income amounted to $33,214,538 which was at the annual rate 
of return of 1.80 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the Southern district for the first 
seven months of 1934 amounted to $242,630,642, an inerease of 7.7 
cent above the same period in 1933; while operating expenses totaled 
$183,983,957, an increase of 10.2 per cent. 

Class I railroads in the Southern district for the month of July 
had a net railway operating income of $1,827,667 compared with 
$7,166,259 in July, 1933. 

Western District 


Class I railroads in the Western district for the first seven months 
in 1934 had a net railway operating income of $61,934,905 which was 
at the annual rate of return of 1.30 per cent on their property invest- 
ment. For the same seven months in 1933, the railroads in that district 
had a net railway operating income of $42,981,761 which was at the 
annual rate of return of 0.90 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Western 
district for the first seven months’ period in 1934 amounted to $671,- 
117,985, an increase of 10.2 per cent above the same period in 1933, 
while operating expenses totaled $522,778,700, an increase of 9.9 per 
cent compared with the same period in 1933. 

For the month of July alone, the Class I railroads in the Western 
district reported a net railway operating income of $15,642,935. The 
same roads in July, 1933, had a net railway operating income of 
$21,408,678. 

Class | Railroads—United States 


1934 Per cent 
Month of July 1933 increase 
Total operating revenues........... $275,983,518 $293,723,872 6.0 
Total operating expenses........... 208,483,770 194,925,735 7.0 
Taxes 21,285,508 23,057,557 7.7 
Net railway operating income 35,220,889 64,752,602 45.6 
Operating ratio—per cent 75.54 66.36 
Rate of return on property invest- 
ment 1.52 2.77 


Seven Months Ended July 31 
Per cent 

1934 1933 increase 
Total operating revenues........... $1,905,880,618 $1,709,046,574 11.5 
Total operating expenses........... 1,420,770,832 1,263,976,739 12.4 
Taxes 149,100,376 154,835,597 3.7 
Net railway operating income 261,024,805 219,481,527 18.9 
Operating ratio—per cent 74.55 73 
Rate of return on property 

investment 1.99 1.66 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HE lines formerly members of the United States Intercoastal 

Conference have reached an agreement to extend the opera- 
tion of the conference agreement until the end of September in 
order that the Shipping Board Bureau may have time to arrive 
at a decision concerning the making of rates to afford stabiliza- 
tion in the trade. The conference has announced that the lumber 
and shingle rates have been extended through December, the 
lumber rate remaining at $12 a thousand feet and the shingle 
rate at 65 cents a hundred pounds. 

In a protest to the Petroleum Administration Board, R. J. 
Baker, president of the American Steamship Owners’ Associa- 
tion, said that, as a result of recent increases in the price of 
bunker fuel oil, some American owners have been forced to 
investigate the possibility of returning to coal fuel and that, for 
the first time in many years, American operators were being 
offered foreign oil at prices below those quoted in New York. 

Though inquiry for additional tonnage was reported in 
several trades the full cargo market closed a rather quiet week, 
due in part to the holiday. 

In the grain trade fixtures included a steamer of 3,353 net 
tons from Montreal to London on the basis of 1s 4%d for 
loading the first half of September and another vessel for 34,000 
quarters from Montreal to Liverpool at 1s 9d for September- 
October loading. 

Another coal cargo for the east coast of South America was 
worked, a vessel of 4,201 net tons from Hampton Roads to Per- 
nambuco for September, rate not given. 

The only transatlantic sugar business was a part cargo 
from Cuba to United Kingdom-Continent, a 1,834 net ton 
steamer at 13s for September. 

The time charter market was rather dull. There were a 
few West Indies time charters, including a steamer of 1,488 
net tons for a period of from three to five months, October load- 
ing, on the basis of $1.10. An American steamer of 8,400 tons 
Was engaged for a round trip in the intercoastal trade for 
prompt loading and a 2,532 net ton motorship was chartered 
for a trip down in the River Plate trade, delivery St. Lawrence, 
for early October. 

Two steamers were fixed for nitrate cargoes from Hope- 
well, Va., to Aalborg for September, one of 2,219 net tons and 
the other 1,672 net, both on private terms. 

The tankers trade also had a dull week. A clean vessel of 
1,002 net tons was fixed from the Gulf to United Kingdom- 
Continent at 10s 9d for September-October loading and another 
vessel was fixed from the Atlantic range to Greece on the basis 
of lls for September. A 13,000 ton dirty boat took a cargo 
from the Gulf to Dunkirk at 9s 4%d for September loading and 
on the Pacific coast a motorship took a 9,000 ton dirty cargo 
from California to Japan at 10s 3d for December loading. 

A good sized list of charters in September is reported by 
the General Steamship Corporation, Ltd., in its monthly Pacific 
coast freight and charter market letter. The majority of these, 
it is stated, are without question a direct result of the settle- 
ment of the Pacific coast longshoremen’s strike, as practically 
all full eargo business was held in abeyance during the strike 
months. All berth services on the Pacific coast likewise report 
a heavy demand for space on the part of shippers, it is added, 
although while business is good, rate levels remain low. Slightly 
higher rates are predicted for the near future in view of in- 
creased operating costs. 

In the grain trade no full cargoes were reported fixed for 
China or Japan but a number of parcels were booked for Japan 
at rates in the neighborhood of $2.25 to $2.50 per ton of 2,000 
pounds. A number of fixtures in the United Kingdom-Continent 
trade were accomplished, however, and at rates of from 19s to 
20s per ton, a definite improvement. In the intercoastal trade 
demand for spot tonnage to move grain was heavy and many 
American vessels in layup were taken on time charter basis. 
This heavy demand is ascribed to the drouth in the Middle West. 

The China-Japan lumber trade had no full cargoes reported 
but demand for berth space exceeded supply in many cases. 
To China, berth rates were $6.50 on lumber and $8.50 on logs, 
While to Japan the same rates prevailed at the close of the 
month with the trend upward. Fair demand prevailed in the 
United Kingdom-Continent Jumber trade with rates remaining 
at 47s 6d. Operators of regilar intereoastal services reported 
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a good volume of lumber offering at the conference rate of $12 
per thousand feet. One full cargo of lumber was worked to 
Australia, a 3,205 ton vessel from British Columbia for August 
on a lump sum basis of $24,000 f. i. o. 

Although the list of time charters on the Pacific coast was 
sizable, most of them were for short periods. They included 
trips in the Australia, Far East, European and intercoastal 
trades. 

Most of the activity in the tankers trade was on voyages 
from California to Japan and China with fuel oil. In addition 
a 13,000 ton cargo was taken from California to Tocopilla on 
the basis of 8s 9d. 


.INTERCOASTAL INVESTIGATION 


H. S. Brown, acting chief of the division of regulation of 
the Shipping Board Bureau, Department of Commerce, has as- 
signed No. 126, intercoastal investigation, for hearing October 3 
at the Maritime Exchange, 80 Broad Street, New York, N. Y., 
beginning at 10 o’clock a. m., before Chief Examiner M. G. 
de Quevedo. All briefs in the proceeding must be filed not 
later than November 15. 


SHIPPING BUREAU CASE 


In Formal Docket No. 72, Atlantic Refining Co. vs. Ellerman 
& Bucknall Steamship Co., Ltd., et al., on petition of complainant, 
Secretary of Commerce Roper has issued an order requiring 
the respondents, on or before December 10, to file with the 
division of regulation of the Shipping Board Bureau the actual 
agreements, understandings or other arrangements, whether oral 
or written, or both, existing between the carriers in the period 
from April 29, 1929, to the present time, or in any part of that 
period, cévering or pertaining to the relationship of rates as 
between New York City, on the one hand, and Philadelphia, Pa., 
and or Point Breeze, Pa., on the other, on case oil, ore and other 
commodities, both outward and homeward, between those U. S. 
ports and African ports of East London, Lourenco Marques, Port 
Natal, Capetown, Walfisch Bay, Luderitz Bay, Mossel Bay, Beira 
and Algoa Bay, and other information as to sailings, poolings, 
and other related matters. 





INTERCOASTAL TARIFFS 


The Department of Commerce has authorized the addition 
of the States Steamship Co. as a “B” line adherent to Thack- 
ara’s tariffs, both eastbound and westbound, on five days’ notice. 
This has the effect of vacating suspension order No. 18 under 
which the individual tariffs of the States line were suspended. 
(See Traffic World, Sept. 1, p. 342.) Under the special permis- 
sion granted (No. 290) the States line is authorized to withdraw 
and cancel all its individual tariffs now on file with the Ship- 
ping Board Bureau, the rates in the future to be carried in 
Thackara’s tariffs. These were formerly the intercoastal con- 
ference tariffs. 


SURVEY OF MARINE INSURANCE 


James Craig Peacock, director of the Shipping Board Bureau, 
Department of Commerce, has announced that the bureau has 
completed its annual survey of marine insurance for the calendar 
year 1933, covering the operations of 69 American insurance 
companies, and 27 foreign companies admitted to do business in 
the United States. 

A summary of the survey shows that the premiums on both 
hull and cargo insurance received by domestic companies, less 
returns, was $36,878,000, and by admitted companies, less re- 
turns, $15,003,000. These premiums, less reinsurance placed in 
the United States, amounted to $24,493,000 (52% hull; 48% 
cargo) for domestic companies, as compared with $25,866,000 
(58% hull; 42% cargo) for the calendar year 1932. Premiums 
reported by admitted companies, less reinsurance placed in the 
United States, amounted to $7,885,000 (52% hull; 48% cargo), 
as compared with $6,646,000 (53% hull; 47% cargo) for 1932. 

After further allowance for reinsurance placed with non- 
admitted foreign companies, the total net premiums retained 
within the United States amounted to $29,670,000, as compared 
with $28,910,000 in 1932. 

The American Marine Insurance Syndicate “C” reported 
premiums written, less returns, amounting to $6,615,218 for 
ocean hulls and $433,340 for Great Lakes hulls. 

The Government Insurance Fund, administered through the 
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Shipping Board Bureau, received hull premiums, less returns, 
amounting to $645,554 on privately owned vessels, and $589,575, 
less returns, on government-owned vessels, or a total of $1,235,- 
129, which is $649,307 less than for the year 1932. 


NEW JERSEY SHIP CANAL 
The Trafic World Washington Bureau 


A special board of army engineers has under consideration 
the question of whether construction of the proposed New Jersey 
ship canal, estimated to cost in excess of $200,000,000, would be 
economically justified. If this board should approve the project 
and if the chief of engineers of the army should approve it, the 
plan then is to make it a PWA employment project. 

The Board of Engineers for Rivers and Harbors of the War 
Department in a report on location and cost of the proposed 
sanal said that cost for interest during construction should be 
included in the cost estimates and .it put this item of cost at 
$7,500,000. It further said that it believed that the United States 
should bear the cost of construction of both railroad and highway 
new bridges, required by the construction of the canal, and also 
the cost of relocation of roads and railroads. These two recom- 
mendations as to interest and bridges, roads and railroads are 
said to be the first of the kind made by the board. Represent- 
atives of the railroads have urged repeatedly that the govern- 
ment should bear the costs indicated in constructing waterways. 

The estimated annual cost of maintenance, operation and 
care which the board said the government should bear, was put 
at about $1,000,000. 

The chief proponent of the project is the Atlantic Deeper 
Waterways Association. The construction of the canal is pro- 
posed as a link in the intracoastal waterway between the Cape 
Cod Canal sector and the Delaware River-Chesapeake Bay sec- 
tor. It is proposed that the canal shall have a depth of 27 
feet to carry vessels drawing 25 feet of water, although the 
Cape Cod Canal has a depth of less than 24 feet and the greatest 
depth in any of the other parts of the intracoastal waterway 
along the Atlantic coast is 11 feet. That is the depth of the 
Norfolk, Va.,-Beaufort Inlet, N. C., sector of the waterway. 

Protest against adoption of the project has been made by 
the railroads serving the ports of Philadelphia and-New York 
—the Central of New Jersey, the D. L. & W., the Erie, the 
Lehigh Valley, the N. Y. C., the Pennsylvania and the Raritan 
River Railroad Co. Studies made by them, they say, compel 
the conclusion that the proposed canal would not be econom- 
ically justified. The actual cost of the canal, they say, would 
be much greater than the estimated cost. They further say 
that the tonnage that would be diverted to “this artificial and 
subsidized waterway” will not be as great as claimed by the 
proponents of the canal and that there is no sound basis for 
the estimated savings in transportation costs which its pro- 
ponents claim would be realized from the use of the canal. The 
railroads say they are handling, adequately and promptly, all 
traffic offered in the territory involved—that in fact the rail- 
roads are not being utilized to their full capacity. 

The project is opposed by other than railroad interests. 
For example, the Chamber of Commerce of the city of Newark, 
N. J., in a brief filed with the army board by Curtis R. Burnett, 
chairman of the rivers and harbors committee of that organi- 
zation, says that, for the present, based on available facts, “‘it 
would seem economically unwise to expend the vast sums of 
money necessary.” 

The brief points out that the proposed New Jersey ship 
canal from New York Bay to the Delaware River has been be- 
fore the War Department for many years. Referring to the en- 
gineers’ report on route and cost, the chamber brief says the 
report contemplates a route from Raritan Bay via the Raritan 
River, South River, Jamesburg and Edinsburgh to the Delaware 
River at Bordentown. The channel proper is 31% miles long 
from Sayreville to Bordentown; the northern epproach 7 miles 
long, and the channel approach south of Bordentown, 26 miles 
long, or a total length of 64% miles. 

“The obligation resting upon the army engineers is appre- 
ciated by us,” says the chamber, “for this proposed canal, if 
constructed, will virtually be a second Panama Canal.” 

It is pointed out that it is estimated that construction of the 
canal would involve an expenditure of approximately $210,000,000 
by the federal government and $5,000,000 by the state of New 
Jersey. The estimate of $210,000,000, it is pointed out, does not 
include the reconstruction of all the bridges from New York 
to Philadelphia. If the canal is built, says the Newark cham- 
ber, it should be a “national” waterway and paid for by the 
federal government. The chamber submits an estimate of 
$13,920,000 for annual carrying charges. Under the heading, 
“Time Saving and Ship Costs,” the chamber says: 


_ It is apparent from the army engineers’ study that the maximum 
time saving which will result in the movement of vessels between 
Philadelphia and New York is 11% hours per transit. 
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Exhibit No. 2, attached, indicates the result of our study of ship 
operations. Our ship average cost of $350 a day, using a reduction 
of 11% hours, results in a saving of $167.67 per transit. It will be 
noted that on a 1,000 ton cargo the saving to the ship will be ap- 
proximately 17 cents a ton; on a 5,000 ton cargo 3% cents a ton, and 
on a 10,000 ton cargo about 2 cents a ton. 

Exhibit No. 3, attached, shows that on a ship sailing cost of $350 
a day, predicated as shown in Exhibit No. 1 on an annual carrying 
cost of $13,920,000, and an annual tonnage movement of 5,000,000 tons 
passing through the canal the total cost would be $2.78 a ton, of 
which 17 cents a ton would accrue to the ship, and the balance of 
$2.61 a ton would be a direct obligation of the tax payer. On an an- 
nual tonnage of 15,000,000 tons, the total cost would be about 93 cents 
a ton, which is approximately the toll per ton on cargo passing 
through the Panama Canal. Of this cost 17 cents would accrue as a 
saving to the ship, and taxes would pay 76 cents a ton. 

Exhibit No. 4, also attached, shows ship percentage savings of 
the total cost. For example, on 15,000,000 tons a year the ship say- 
ings would be 18% and taxes would pay 82%; on a possible maximum 
of 25,000,000 tons, ship savings would be 30% and taxes would pay 
70%. Where the average or minimum saving is obtained, naturally 
the percentage applicable to ship savings is materially reduced, and 
the percentage charged to taxes materially increased, 


“It is our view that considerably more than 25,000,000 tons 
annually must be developed before the large funds necessary 
for this project should be expended,” says the chamber. 

One of the arguments made in support of allocation of PWA 
funds for construction of the canal is that hundreds of millions 
of dollars are being spent by the government on waterway) 
projects in other parts of the country and that similar projects 
should be prosecuted on the Atlantic seaboard. 


SHIPPING AT ST. THOMAS 


A substantial increase in ocean shipping occurred in the 
1933-34 fiscal year at St. Thomas, the principal port of the 
Virgin Islands of the United States, according to figures released 
by the St. Thomas Harbor Board, says the Department of the 
Interior. The port enjoyed the best year since 1931. Compara- 
tive figures for the last four years follow: 


Fiscal Year Number of Ships Gross Tons 
,o7 


Serre ro ee 527 2,225,378 
rer ere 460 2,002,098 
BOND 600 600440600 0-0008 Opes 472 1,850,827 
Se. . awedecevesase ectbepeeas 511 2,006, 160 


Thirty-two government vessels, including one Danish and 
one British, entered the harbor. 

The St. Thomas Harbor Board, an independent agency, 
showed a net operating profit of $11,875.69 for the twelve months. 





WATER CARRIER AGREEMENTS 


The following agreements and modifications and cancella- 
tions of agreements, filed in compliance with section 15 of the 
shipping act, 1916, as amended, have been approved by the De- 
pariment of Commerce: 


3311—Between Border Line Transportation Company and Nelson 
Steamship Company: Approved agreement covering transportation 
of shingles on through bills of lading from_ Victoria, Vancouver, 
Powell River and New Westminster (British Columbia loading ports 
of the Border Line Transportation Company) to U. 8. Atlantic coast 
discharging ports of the Nelson Steamship Company, with tranship- 
ment at Seattle. f 

3319—Between Williams Steamship Corporation and Baltimore & 
Carolina Line, Inc.: Provides for the transportation of general cargo 
under through bills of ladinig from U. S. Pacific ports to Fort Pierce, 
Miami and Port Everglades, with transhipment at Baltimore, Charles- 
ton or Jacksonville and to Jacksonville, with transhipment at Balti- 
more or Charleston and supersedes and cancels Agreement No. 2476 

3323—Between Luckenback Steamship Company, Inc., and Cali- 
fornia Steamship Company: Provides for the transportation of cargo 
under through bills of lading between San Diego and U. 8, Atlantic 
ports, with transhipment at Los Angels harbor. oe 

2324—Between Luckenback Steamship Company, Inc., and Bay 
Cities Transportation Company: Provides for the transportation “1 
cargo under through bills of lading between U. S. Atlantic ports an 
Oakland, Alameda and Richmond, California, with transhipment at 
San Francisco. o 

3325—Between Luckenback Gulf Steamship Company, Inc., an 
Bay Cities Transportation Company: Provides for the transportation 
of general cargo under through bills of lading between U. S. Gulf 
ports and Oakland, Alameda and Richmond, California, with tranship- 

at San Francisco. . 

men 326—Between Swayne & Hoyt, Ltd. and Osaka Shosen Kaisha 
Provides for the transportation of cargo on through bills of lading 
from U. S. Gulf ports to China, Japan, the Philippines and Straits 
Settlements, with transhipment at Los Angeles harbor and/or San 
Francisco, —_ 

3398--Between Weyerhaeuser Steamship Company and the Unite 
States Lines Company (United States Lines): Provides for the 
transportation of pencil slats on through bills of lading from 5an 
Francisco, California, to Liverpool and Manchester, England, with 

nshipment at New York. 
sit 3329 Between Luckenback Gulf Steamship Company, Inc., and 
Lykes Bros.-Ripley Steamship Company, Inc.:_ Provides for the 
transportation of canned goods, dried fruits, high density cotton, 
apricot kernels, honey and dried beans on through bills of nding 
from U. S. Pacific ports to ——_ — and Ireland, wit 

anshipment at New Orleans or Houston, 

_ 50-8-Modification of agreement of River Plate and Brazil Confer™ 
ence: Provides for notice to the Department of withdrawal of member 
lines from conference membership or admission of additional carr 
to the conference, This modification also cancels modifications 0/-% 
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9-6 and 59-7 permitting certain member lines to participate in the 
agreement without posting penalty deposit. 

1465—Cancelled. This agreement between Grace Line, Inc., and 
Compania Sud Americana de Vapores covered the pooling of earnings 
ind the spacing of sailings in the trade between New York and 
specified ports in Peru and Chile. 

2576-C—Between (Grace Line) Panama Mail Steamship Company 
ind W. E. Hedger Transportation Corporation: Cancellation of 
igreement covering movement of shipments on through bills of lad- 
ng in connection with freight traffic consigned over the lines parties 
thereto from Pacific coast loading ports of the Panama Mail Steam- 
ship Company to Buffalo, Cleveland, Detroit, Milwaukee and Chicago, 
with transhipment at New York. 

2634-C—Between Calmar Steamship Corporation and W. E. Hedger 
lransportation Corporation: Cancelled agreement provides for issu- 
ince of through bills of lading in connection with freight traffic con- 
signed over the lines parties thereto from Pacific coast loading ports 
f the Calmar Steamship Corporation to Buffalo, Cleveland, Detroit, 
Milwaukee and Chicago, via New York. 


LAKE ERIE TO OHIO RIVER PROJECT 


The Board of Engineers for Rivers and Harbors will hold a 
hearing September 17 at room 2848, Munitions Building, Wash- 
ington, D. C., for those who wish to oppose the recommenda- 
tion of district and division engineers of the army that if a 
canal is to be built connecting Lake Erie with the Ohio River 
it should be via the Beaver and Mahoning Rivers from Beaver, 
Pa., to Ashtabula, O. The board is considering at this time only 
the selection of the best route, without a determination as to 
whether any canal shall be constructed. Other routes consid- 
ered by the army engineers were via the Allegheny River and 
French Creek to Erie, Pa.; via the Scioto and Sandusky Rivers 
from Portsmouth to Sandusky, O., and via the Miami and Maumee 
Rivers from Cincinnati to Toledo, O. 





INLAND WATERWAY CODES 


A hearing on a proposed code of fair competition for inland 
water carriers and towboat operators in the western division 
of the United States, Columbia River district, was held Septem- 
ber 5 before NRA Deputy Administrator Joseph B. Weaver. 
Labor provisions of the code were attacked by NRA Labor 
Advisors J. J. Dulaney and E. R. Carl, while they were defended 
by A. Lane Cricher, counsel for the vessel operators. Carl 
asserted that averaging code maximum hours, as proposed, 
meant non-compliance. The maximum hours of labor a month 
are proposed to be 260, averaged over two months, for vessel 
hands, and 40 hours a week, averaged over two months, for shore 
employes. The code provides for prohibition of sympathetic 
strikes, and the creation of a compulsory, bi-partisan arbitration 
committee, 


IMPROVEMENT OF WATERWAYS 


Allotment of waterway funds by the War Department has 
been announced as follows: Inland waterway from Delaware 
River to Chesapeake Bay, Del., and Md., $175,000; intracoastal 
waterway from Jacksonville to Miami, Fla., $75,000; locks and 
dams on the Muskingum River, O., $71,200, and surveys, etc., 
in Portland, Ore., district, $25,000. 


BRITISH ON MERCHANT MARINE 


The British government has transmitted to the United States 
a memorandum setting forth its views on the merchant marine 
situation in the world and has asked the United States to 
express its views. The memorandum, in which the British 
express concern over the maritime situation, has been referred to 
the interdepartmental committee on the merchant marine, Com- 
ment is made by the British on, among other things, the surplus 
of ocean shipping tonnage and the payment of subsidies. No 
conference on the matter was asked by the British, it was under- 
stood. The text of the memorandum was not made public. 


SHIP-TO-SHORE POSTAL SERVICE 


The catapult airplane service of the steamships Bremen and 
Europa, according to an announcement made by M. J. Donaldson, 
acting second assistant postmaster general, has been extended 
to include the acceptance for dispatch by this service of ordinary 
and registered letters and post cards for delivery in any 
European country and to ordinary (uninsured) parcel-post pack- 
ages for delivery in Great Britain and northern Ireland, as well 
as to ordinary (unregistered) parcel-post packages for delivery 
in Germany. 

Parcels for dispatch by this service may not exceed the max- 
imum dimensions of 12 by 12 by 10 inches and must otherwise 
conform to the conditions prescribed for parcel-post packages 
for delivery in Great Britain and northern Ireland or in Germany 
to be forwarded only by the ordinary means of transportation. 
Such parcels will be subject to the air-mail fee of 12 cents for 
each -ounce or fraction, in addition to the regular postage of 
14 cents per pound or fraction, and will be given expeditious 
customs treatment in the country of destination. 

Each ordinary (unregister2d) letter not exceeding one-half 
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ounce in weight must be prepaid a total charge of 30 cents, 
each ordinary letter exceeding one-half ounce in weight, 55 cents, 
and so on in progression (25 cents to be added as air-mail fee 
for each half-ounce and 3 cents to be added as postage for each 
additional ounce or fraction). The total charge for an unregis- 
tered post card is 28 cents (25 cents air-mail fee plus 3 cents 
regular postage). 


“TONS PER CAR” 


W. C. Kendall, chairman of the Car Service Division of the 
American Railway Association, has sent to chief operating offi- 
cers of Class I railroads the following letter and statement deal- 
ing with the subject of “tons per car” as pertaining to carload 
freight originated, of particular interest because of the popular 
impression that, in times of slack business, the average tonnage 
“per car” is inclined to show a decrease: 


The Car Service Division has customarily at about this time of 
the year issued an annual Bulletin of Commodity Loading Statistics 
giving information as to “‘tons per car,”’ by railroads, for the principal 
commodities transported by Class I railroads, for the previous cal- 
endar year and comparisons with previous years, compiled from sta- 
tistics furnished the Interstate Commerce Commission by individual 
railroads. : 

In lieu of the usual compilation by railroads there is appended 
for your information a statement showing the tons per car by com- 
modity groups, and for individual commodities, for the six year period 
1928 to 1933, inclusive, for all Class I carriers. The upward trend of 
tons per car will be noted notwithstanding the decreasing volume of 
business following 1929. 

The following is a summary of the carloads originated 1928 to 
1933, inclusive, also the tons per car, all commodities, and for the 
five commodity groups: 

1933 1932 1931 1930 1929 1928 
Total cars loaded carload 


traffic (000 omitted) ....19,278 18,068 24,632 31,479 36,822 35,737 
Tons per car all commodi- 

SOO audi at dedévdeies sdedecoe 35.5 34.9 35.4 35.7 35.4 35.0 
Products agriculture ....... 25.9 25.3 25.2 24.8 24.6 24.6 
Animals & products ........ 12.4 12.3 12.2 12.1 12.1 11.9 
PY SIE ne ccccneceus 51.7 51.5 51.9 51.8 51.7 51.5 
Products forests ............ 29.4 28.1 28.3 28.7 28.5 28.4 
Manufactures & misc......... 26.5 26.4 26.5 27.0 26.5 26.4 

Products of Agriculture (C. L.) 

Commodity 1933 1932 1931 1930 1929 1928 
MD “uiluns chbeeesb ke be seveseeus Oe 44.2 44.5 44.9 44.4 43.9 42.8 
D> 2¢cescnels 44s ¢thitiedesnseudird 41.1 40.1 39.2 38.7 38.5 38.1 
DY = s0ned weds bbéaeseé eae ons ident 32.2 31.0 31.8 31.4 30.6 
To Mi Sé0e. ches te ceseteeus 40.2 39.3 39.1 39.6 39.3 39.2 
NT ITT oe Seater 0446s bdded aie e deen 28.4 7.3 28.0 26.5 26.5 26.7 
Sy Mle Dh. isndtecnsvsewtssesvesse. ae tae e::”6 CU6lCU Se 
i Sis todeestaeude &< .-24.38 24.2 24.0 24.3 24.7 24.5 
ene 20.5 20.0 19.4 18.7 18.9 19.7 
Flour and meal, edible, n. o. s. ....22.1 21.8 21.7 22.4 23.1 23.6 
Cereal food preparations, edible, n. 

Me eheeed Katebs bes cem%ee ¥o 0 Re 18.2 18.4 18.5 18.2 18.3 18.5 
eee POG, MG. Be cccccccvcceses 22.4 22.3 21.8 21.9 21.9 31.8 
it Cn. ..iced gees geseavuen 12.9 13.9 13.8 13.6 13.65 13.6 
i hla. kakias ghces ee Cumsiie~walees an. sae tes 387 es wee 
ee eee Hr 10.8 10.7 10.5 10.5 10.4 10.3 
i Cn «cso ebbes00 beeeres 14.0 12.3 116 11.2 11.1 11.1 
Cotton linters, noils, and regins ...18.6 18.3 16.7 16.4 15.4 14.5 
CEE. ibe eGnnd soceee sd vns ous 26.6 27.3 26.8 25.4 25.5 25.2 
Cottonseed meal and cake......... 24.6 24.7 24.0 23.4 23.6 23.3 
Oranges and grapefruit ............ 17.56 17.7 17.2 17.1 17.2 16.4 
Lemons, limes, and citrus fruits, n. 

Be Ge . cvctescesecsocsvcactvcceveves 15.2 15.7 15.6 14.8 15.4 14.9 
DORE, THOT 6 vc cccccesvccccvecees 16.5 163 16.0 16.2 15.9 16.2 
et aoc ak i abate eee one _slClU re oe 10.7 10.7 10.6 
RE vein stntbe ses ceens 9.4 9.5 9.5 10.6 9.0 &.9 
Cantaloupes and melons, n. 0. s. ..11.4 11.5 11.2 11.2 11.2 11.3 
GOPROG, TIGER «cccccccccesescscvesce 14.8 143 14.4 146 15.4 15.3 
Dh En + 20osee08e00en0¢00088 13.2 13.4 12.0 13.3 12.5 12.3 
WED. cc pccedascencoceseeudees 13.3 13.4 13.3 13.4 13.4 13.4 
Fruits, fresh, domestic, n. 0. 8s. ...15.4 14.4 14.1 14.2 14.2 14,1 
Fruits, fresh, tropical, n. 0. s. ....12.0 12.3 12.0 12.5 12.4 12.6 
Potatoes, other than sweet ........ 17.9 17.9 17.7 17.7 17.9 17.7 
ean wane bade ie weak 6560es | ie * Re 7 ee 8 13.1 12.9 
hich cece eahiians ot 06 oe setbes 13.3 18.2 18.6 18.6 13.7 13.9 
in na dae od neat hem ie oe * eee: * Bee: ee Ee ee ee i 
Vegetables, fresh, n. 0. S. ......... 11.3 11.5 11.4 11.6 11.4 11.5 
Beans and peas, dried ............. 26.4 24.7 23.9 24.2 28.6 23.2 
Fruits, dried or evaporated........ 27.1 27.2 26.6 27.0 26.4 27.3 
Vegetables, dry, n. 0. 8 .......+... 13.0 13.3 1385 135 14.3 13.8 
Vegetable-oil cake and meal, ex- 

SOME GBCIOMBSOE 22. cccccccscccves 24.2 24.6 24.2 24.4 24.9 24.4 
errr 15.7 15.5 15.2 15.2 15.6 15.3 
TE hee ss ance wh eeseinke pene 36.9 38.56 38.3 39.7 37.6 39.2 
PE WOON occ cece veceseceweccseses 45.9 45.5 46.6 45.8 45.9 44.4 
Products of agriculture, n. 0, s. ...25.0 24.4 23.6 22.8 22.9 22.4 

Total products of agriculture ..25.9 25.3 25.2 24.8 24.6 24.6 
Animals and Products (C. L.) 

Commodity 1933 1932 1931 1930 1929 1928 
Horses, mules, ponies, and asses...11.8 11.8 11.7 11.6 11.7 11.6 
Cattle and calves, single-deck...... m8 28 i.f 6 26.6 2.5 
Calves, double-deck ........s++++++ 12.6 12.6 12.4 12.1 13.0 13.1 
Sheep and goats, single deck....... 6.7 7.1 7.6 7. 7.3 8.1 
Sheep and goats, double-deck..... BS MF ts ws US COS 
Hogs, single-deck .........seeeeeee8 8.2 8.6 8.9 8.9 9.0 9.1 
Hogs, double-deck .......+..s+ee5 13.0 13.0 12.6 12.6 13.6 12.4 
PROG SHORE, BR. Gr Bec cocicccececes 13.3 123.6 123.4 1234 13.6 13.5 
Meats, cured, dried, or smoked....15.0 15.4 15.2 15.2 15.3 15.1 
Butterine and margarine.......... 13.8 12.1 1230 123 125 12.3 
Packing-house products, edible, 

n. 0. s., not including canned 

meats ..... Sasekveveeibns $n0e 6ée0i 16.3 16.0 16.2 16.3 16.5 16.5 
Poultry, live ....seseoeens ocesococe Om 9.3 9.5 9.5 9.6 9.7 
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PeUltry, GEOSEOE © oc sccccdcccoessves 11.9 11.9 12.0 12.0 11.9 11.9 Arms 6056 00 6009040 oe 00d 040 en thank 26.3 27.4 27.2 26.5 26.3 26.3 
BE given desea 666 Cadet hnbse paces 11.4 11.4 11.5 11.4 11,2 11.3 Pe CC Biscescsvetesatbaea 27.8 25.6 25.8 26.5 27.1 26.2 
PD o4 cbse CGR ba C04 Ch4S 0 O00 S CaaS 12.4 12.4 12.4 12.4 12.3 12.2 re CP ese as 6050560 e ek 25.6 25.7 25.4 25.2 24.8 247 
RR Fe Ee are cre ree 14.3 14.3 14.1 13.5 13.1 12.6 eee WOE, Ts. OG. Boos oc cecccccemee 23.0 23.2 23.5 23.6 23.8 
BE <i cin path dtu a Wa'ao a's Sits 4 RGAE 13.2 13.3 13.0 12.7 12.3 12.0 Alcohol, denatured or wood.......21.1 21.8 22.4 21.8 22.2 21.8 
NN EF PCT TPT eTCrT TC 23.0 22.3 22.3 22.0 21.5 ee ee oct h sewed oeennb are 49.6 49.0 48.4 7.7 46.4 46.0 
EE Be enn welds. wen ecient diag eae 18.0 17.5 17.5 17.3 17.4 17.1 Pe, Oh. O Bivcnecnecedec sees 16.8 16.4 16.0 15.8 16.1 16.3 
Fish or sea-animal oil.............28.3 28.1 27.5 27.5 26.5 26.3 Cotton cloth and cotton fabrics, 
BEI, TIVO, Ti: Oi Bere sc ccscscvens 11.0 10.7 12.4 4118 4121 £116 8 >" AP or 10.3 10.0 9.9 10.0 9.9 9.8 
Animal products, n. 0. s. (other Bagging and bags, burlap, gunny 
than fertilizers and fertilizer 0 arr eee ee 17.7 17.7 17.6 17.2 17.3 17.3 
SEED. wks.cs 6obGeees hee bas Vcc 20.8 19.9 20.5 20.3 19.9 Canned food products, n. o. s......23.2 22.9 22.7 22.9 22.7 22.7 
Total animals and products...12.4 12.3 12.2 12 12.1 11.9 Tobacco, manufactured products...18.3 18.2 17.9 18.1 18.1 18.5 
. Paints in oil and varnishes........ 21.5 20.5 22.0 21.4 21.5 21.9 
Products of Mines (C. L.) DURING ND nn nicccvicctdarcicrssc te Sen” et. Be ee 2.8 
Commodity 1933 1932 1931 193 1929 1928 Scrap iron and scrap steel......... 41.9 42.3 40.5 39.7 38.7 39.1 
Anthracite coal 50.4 51.0 50.5 650.2 50.3 Re ae and wrapping paper..22.5 22.5 22.3 22.4 22.3 22.2 
; ‘ 208 53.2 53.7 53.5 653.4 53.3 -aperboard, pulpboard and wall- 
— 32°77 331 334 33:9 33: _ board (paper) ..............-..--212 21.0 212 214 21.6 21:8 
TE cuciksiodenesnaninieas wal 7 58.3 56.4 55.4 65.2 55.4 Building paper and prepared roof- |) | || 9 29 29 9s 
Copper ore and concentrates....... 53.4 638.5 53.9 55.0 55.6 65.8 ing materials ....... weceesesees ce 2 22.0 21.8 22.0 22. 22.1 
Lead ore and concentrates........ 0 51.1 50.2 50.9 50.9 52.9 Building woodwork (millwork)....18.9 18.0 18.0 17.8 17.9 18.1 
Zinc ore and concentrates......... 50.5 48.9 49.7 48.8 47.3 45.8 Soap and washing compounds.....21.4 21.1 20.8 20.8 20.8 20.9 
Ores and concentrates, n. 0. S......52.4 50.7 54.0 53.5 53.5 52.1 Glass, flat, other than plate. résouseel 30.6 29.0 28.2 28.1 28.7 
Gravel and sand (other than glass Glass: Bottles, jars, and jelly sted sas a x . J 
or molding) ...........e.0+..-...55.5 65.8 655.1 54.5 653.9 53.3 Blasses .........+. ptt eeeeeeeeeees 17.6 17.8 17.8 17.9 179 17.8 
Stone, broken, ground or crushed..55.0 55.3 54.7 54.6 53.9 53.0 Manufactures and miscellaneous, | es ‘ m by 
Stone, rough, N. 0. 8.......cssceeee 52.9 560.4 48.0 47.1 46.1 46.3 TN. O. Sivsveceesceceseceeeeseee ened 1.4 21.5 21.0 21.1 21.0 20.9 
tee, AAISNSE, BW. ©. 8.5.00 scccceecee 33.3 80.4 382.5 32.3 34.8 Total manufactures and miscel-) : ® wo 
Petroleum, crude..................34.2 34.5 83.9 33.5 33.5 34.5 FAMOUS vesseseeeseceeceeeee se 26.5 26.4 26.5 27.0 26.5 26.3 
Asphalt (natural, by-product, or Grand total, Carload traffic..... 35.5 34.9 35.4 35.7 35.4 = 35. 
ON EEE OCI 35.0 34.5 34.3 34.3 34.2 
Un ie i iaiacahhcsvnnsactines cig” ae, ane ae wae Bes 
Phosphate rock, crude (ground or REVENUE FREIGHT LOADING 
mom 515 5 <4 <4 47 . . ‘ 
Ry Cheba sade oie aoe et ae a rip ag aa’ Loading of revenue freight the week ended August 25 totaled 
. s - 4 O48. OO. oo. oo. do. on a A . 
ecaeate of mines, n. 0. S 6 491 504 50.7 50.7 50.0 605,516 cars, which was an increase of 4,952 cars above the 
Total products of mines........51.7 51.5 51.9 51.8 51.7 51.5 preceding week, but 31,994 cars under the corresponding week 
in 1933, accordi o the American Railway Association. It was, 
Products of Forests (C. L.) ; 9 any ling to th rican R ay It was 
: ; tr os be " oe og however, an increase of 67,749 cars above the corresponding 
Commodity 1933 1932 1931 1930 1929 1928 ‘ 029 ce - “~ 
ee, oc cueien ” ccceccecucecceceses36.7 85.2 84.5 83.4 32.4 932.4 Week in 1932. (See Traffic World, Sept. 1.) 
Posts, poles, and piling............27.6 27.2 28.0 28.0 28.0 28.2 Miscellaneous freight loading the week ended August 25 
— ——, see eenerereeeeerereees oe es a x: os oy totaled 221,361 cars, a decrease of 1,291 cars below the preced- 
Pubs a pghateneekoseee fT 39'9 314 2320 321 ing week, but 2,908 cars above the corresponding week in 1933, 
Lumber, shingles, and lath.........26.8 26.3 26.5 26.7 26.8 26.6 and 33,215 cars above the corresponding week in 1932. 
Box, crate, and cooperage P : ak Loading of merchandise less than carload lot freight totaled 
OE OLE EEO OEE ST: 22.5 22.8 22.9 23.1 160.685 cars. : Sai 7 cars abov h recedi eek 
Veneer and built-up wood..........23.7 22.7 23.4 22.9 222 0,685 cars, an increase of 837 cars above the preceding wee 
Rosin RA errr emer 16.6 17.1 17.0 this year, but 8,137 cars below the corresponding week in 1933, 
Turpentine .......+++-- settee eeees 23.8 23.7 € is 21.0 20-6 and 10,391 cars below the same week in 1932. 
ges Be le nage ht 7 ; ot os as [( Grain and grain products loading totaled 36,683 cars, a 
Total products of forests......29.4 28.1 28.3 28.7 28.5 284 decrease of 2,888 cars below the preceding week, but 7,956 cars 
; < 4 » . "eas i fe x j 924 ras reve € > 
eet Manufactures and Miscellaneous (C. L.) above the corresponding week in 1933. It was, however, a dé 
; ieee Cinmennitie 1933 1932 1931 1930 1929 1928 Crease of 1,288 cars below the same week in 1932. In the west- 
. Petroleum oils, refined, and all other ern districts alone, grain and grain products loading for the week 
Be gasolines ...........0.+s+00 +eee-e28.1 28.2 28.4 28.4 28.3 28.2 ended August 25 totaled 24,879 cars, an increase of 6,001 cars 
LS dae Fuel, road, and petroleum residual | | ee a eee above the same week in 1933. 
} ee Oe, Misa nd stawecvetoesseentae 33.4 33.8 33.6 33.8 33.7 33.9 . : _ 
He Lubricating oils and greases.......22.2 22.2 21.8 21.7 21.8 21.9 Forest products loading totaled 21,505 cars, a decrease of 
eat Petroleum products, n. 0. S.....--..23.9 24.5 25.8 25.0 25.7 35.8 1,042 cars below the preceding week, and 5,677 cars below the 
“4 . “ ‘ 20 @ 9 ” € € « ‘ 99° " ~ aga 
att See als delta Nal alachlig a ce Zo r 7a 1 ~ ; —s ‘og Same week in 1933, but an increase of 4,897 cars above the 
ae Vegetable oils, n. 0. s 29.6 29.4 29.2 288 283 28.0 same week in 1932. 
pile Sugar (beet or cane)..........-.-.31.7 31.3 30.2 29.8 30.0 29.1 Ore loading amounted to 27,745 cars, a decrease of 923 cars 
ii —— ote 3 egret 314 30.0 29.3 28.8 28.7 28.7 below the preceding week, and 10,973 cars below the correspond- 
Pe asses ackstré é e : P o¢ on FOF : ‘ 
iy 7 residual Beran ahve eae 47.3 47.7 45.6 45.8 45.6 44.6 ing week in 1933, but 20,535 cars above the corresponding week 
1 OE PR er eee wee DHS 54.0 55.2 55.2 53.3 53.0 in 1932. 
4 Iron and steel, rated 6th class in _ : i . A Coal loading amounted to 100,982 cars, an inerease of 8,920 
f official classification, n. 0. s......57.0 51.0 51.1 51.6 51.5 50.2 ° > : aan 
fh Rails, fastenings, frogs and cars above the preceding week, but a decrease of 29,354 cars 
+ 1a Switches ........ceeeeeeeeeeeeee++398 39,2 41.2 41.4 42.0 41.9 below the corresponding week in 1933. It was, however, an 
418 Cast-iron pips and Stings. ...... 38.8 23.7 24.6 24.3 23.8 23.8 increase of 6,294 cars above the same week in 1932. 
oe — San Sere Saas es 28.4 29.8 31.0 30.7 30.8 Coke loading amounted to 4,234 cars, an increase of 500 
Iron and steel: Nails and wire, not cars above the preceding week, but 2,234 cars below the same 
Fh peta ARTES gree gt oieh eee -++:25,5 24.2 23.8 24.4 24.5 24.7 week in 1933. Compared with the same week in 1932, it was 
ron and steel, rated 0 class in Inereage “¥ 
official classification, n. 0. s. an increase of 1,354 cars. is J 
(also tin and terne plate)........33.9 31.6 31.9 382.5 32.9 32.8 Live stock loading amounted to 32,321 cars, an increase of 
Copper: Ingot, matte and pig.......44.6 44.7 46.9 44.8 45.8 43.8 839 cars above the preceding week, 13,517 cars above the same 
wey poo ye Pap bronze: Bar, 286 275 328 29.7 27.0 25.4 Week in 1933, and 13,133 cars above the same week in 1932. In 
Lead and zinc: Ingot, ‘pig, or bar..42.9 43.0 43.1 41.8 41.8 40.3 western districts alone, loading of live stock for the week ended 
Aluminum: Ingot, pig, or slab......25.0 22.8 224 24.2 oe ey August 25 totaled 27,681 cars, an increase of 13,053 cars above 
Machinery and boilers ee es 8 oeiee 17.7 18.2 18.3 18.2 17.3 17.§ the same week in 1933. 
Cement, natural or Portland diem ’ F 
TEs in cisigaraexdiictt: St Ve ats ae The Eastern, Allegheny, Pocahontas and Southern districts 
Brick, common ....... oneseees ++++36.3 36.3 38.0 37.7 37.2 37.2 reported reductions for the week ended August 25 compared 
pe Re pa = car pantie veyeue 7 pe 3 Le e with the corresponding week in 1933, but the Northwestern, 
Lime, common (quick or slaked)...24.2 23.3 22.6 22.9 22.8 22.6 Central Western and Southwestern districts reported increases. 
Plaster (stucco or wall) and dry | ; ” sacar sat All districts, however, reporied increases compared with the 
Rn my eeetnssass Peay oe er 1.9 24.6 24.8 25.9 26.7 27.0 corresponding week in 1932. N 
s y yipe @ é — : P 
a 16.9 17.2 17.3 18.0 18.5 17.7 Revenue freight loaded by districts for the week ended 
MN cule ONS ial en Mee Cue Saw wh net JS 2 ‘ ; ‘ - 4 v : 
Agricultural implements and parts, _ 2 August 25 as compared with the corresponding period of 1933 
Th 0. Biscccecccecccececesensecees 15.6 148 148 146 145 14.3 was reported as follows: 
Vehicles, horse-drawn, and parts, 7 
Ms Di Bic ccerecesccvesseteevevesans 12.6 12.5 12.9 13.6 14.3 13.9 Eastern district: Grain and grain products, 5,724 and 4,983; live 
TERCCOED GRE WAP ss kc cceciescewve ds 15.1 14.9 14.6 14.6 14.4 13.6 stock, 1,697 and 1,763; coal, 22,025 and 29,250; coke, 1,070 and 1,637; for- N 
Railway car wheels, axles and * pe ; est products, 1,369 and 1,920; ore, 2,204 and 2,962; merchandise, L. ¢ 
TRUCKS onc cecccecececsceseccececcs 28.5 28.0 28.5 31.1 30.8 28 9 L., 42,484 and 46,761; miscellaneous, 49,936 and 52,007; total, 1934, 126,- 
Automobiles (passenger) .......... 5.9 6.0 8 5.9 6.0 6.0 509; 1933, 141,283; 1932, 119,949. 
DE: «+564 ékat evens ts 0emeend 8.1 7.8 7.8 8.1 8.5 8.3 Allegheny district: Grain and grain products, 2,990 and 2,351; live 
Automobiles and auto trucks, K. D. stock, 1,470 and 1,467; coal, 25,332 and 33,945; coke, 1,619 and 2,89/; N 
ee Oh, O, Br .eteneeaeees es 18.56 18.8 18.7 18.8 18.4 16.5 forest products, 953 and 1,223; ore, 4,678 and 7,367; merchandise, L. ¢ 
Automobile and auto truck tires....14.4 13.4 13.4 13.4 13.7 13.5 L., 29,149 and 33,300; miscellaneous, 41,861 and 44,918; total, 1934, 
es, M66tel . on eckcecncesea 10.7 11.38 11.9 12.4 12.4 12.3 108,052; 1938, 127,428; 1932, 98,745. 
Furniture, other than metal....... 8.0 7.7 7.7 7.8 7.9 8.0 Pocahontas district: Grain and grain products, 321 and 231; live 
| RE Perey F 18.3 20.8 20.6 21.8 19.3 19.6 stock, 264 and 190; coal, 28,822 and 36,940: coke, 347 and 213; forest 
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products, 529 and 878; ore, 241 and 166; merchandise, L. C. L., 5,240 
and 5,122; miscellaneous, 5,311 and 5,272; total, 1934, 41,075; 1933, 49,- 
012; 1932 36,820. 

Southern district: Grain and grain products, 2,769 and 2,284; live 
stoek, 1,209 and 756; coal, 13,209 and 15,547; coke, 247 and 289; forest 
products, 5,793 and 7,818; ore, 367 and 714; merchandise, L. C. L., 
28,219 and 28,379; miscellaneous, 29,225 and 27,959; total, 1934, 81,038; 
1933, 83,746; 1932, 79,022. 

Northwestern district: Grain and grain products, 12,474 and 9,407; 
live stock, 8,876 and 5,742; coal, 3,388 and 4,653; coke, 680 and 1,197; 
forest products, 5,825 and 7,216; ore, 18,051 and 25,582; merchandise, 
L. C. Za, 19,7938 and 19,946; miscellaneous, 27,759 ‘and 22,561; total, 
1934, 96,846; .933, 96,304; 1932, 70,414. 

Central western district: Grain and grain products, 9,139 and 
6,835; live stock, 13,354 and 7,045; coal, 5,789 and 6,839; coke, 175 and 
186; forest products, 4,107 and 4,547; ore, 2,075 and 1,710; merchandise, 
L. C. L., 23,315 and 22,874; miscellaneous, 40,991 and 40,573; total, 1934, 
98,945; 1933, 90,609; 1932, 87,025. 

Southwestern district: Grain and grain products, 3,266 and 2,636; 

ive stock, 5,451 and 1,841; coal, 2,417 and 3,162; coke, 96 and 89; for- 
est products, 2,929 and 3,580; ore, 129 and 217; merchandise, L. C. L., 
To and 12,440; miscellaneous, 26,278 and 25,163; total, 1934, 53,051; 
933, 49,128; 1932, 45,792. 
Total, all roads: Grain and grain products, 36,683 and 28,727; live 
stock, 32,321 and 18,804; coal, 100,982 and 130,336; coke, 4,234 and 
6,468; forest products, 21,505 and 27,182; ore, 27,745 and 38,718; mer- 
handise, L. C, L., 160, 685 and 168 822: miscellaneous, 221,361 and 2138,- 
153; total, 1934, 605,516; 1933, 637,510; 1932, 537,767. 








Loading of revenue freight in 1934 compared with the two 
previous years follows: 





1934 1933 1932 

Four weeks in January ........... 2,177,562 1,924,208 2,266,771 
Four weeks in February 2,308,869 1,970 ,566 2,243,221 
Five weeks in March 3,059,217 2,354,521 2,825,798 
Four weeks in April 2,334,831 2,025,564 2'229'173 
Four weeks in May ........ 2,441,653 2, 143,194 2,088,088 
Five weeks in June ........ 3,078,199 2,926,247 2,454,769 
Four weeks in July ....... 2,346,297 2,498,390 1,932,704 
Week ended August 4 ......ccccccde 611,298 620,482 496,626 
Week ended August 11 ...... uate 602,530 629,743 511,965 
Week ended August 18 ......... . 600,564 643,406 518,440 
Week ended August 25 . , 605,516 637,510 537,767 

, a eee rere 18,373,831 18,105,322 





Digest of New Complaints 





No. 26612, Sub. No. 1. Geo. P. Sexauer & Son, Brookings, S. D., vs 
Cc. & N. W. et al. 

Unreasonable rates, sweet clover seed, points in Minn., N. D 
and S. D. to points in Minn., Wis., northern peninsula of Mich., 
Ill., Ind., Ia., Neb., Kan., S. D., N. D., and Mo. Asks rates and 
reparation. (J. Geo. Mann, practitioner, 1500 Jackson St., N. E. 
Minneapolis, Minn.) 

No. 26640. Currie Construction Co, et al., Luverne, Minn., vs. C. B. 
& Q. et al. 

Unreasonable rates, crushed stone, Luverne, Minn., to Creston, 
Ia. Ask rates and reparation. (A. R. Morgan, T. M., 108 W. 35th 
St., Minneapolis, Minn.) 

No. 26641, Danville (Va.) Chamber of Commerce, Inc., vs. Southern 
et al. 

Rates and charges in violation sections 1, 3 and 4, rough marble, 
Canton, Ga., to Danville, Va., as compared with rates to South 
Boston, Denniston, Lynchburg, Richmond and other points in Va. 
Asks cease and desist order and reparation, (J. B. Jones, T. M., 
Danville, Va.) 

No. 26642. The Colorado Milling & Elevator Co., Denver, Colo., vs. 
A. T. & 8. F. et al. 

Unreasonable rates, grain and grain products, points in Colo., 
Kan., Neb., and Wyo., to points in N. M., stopped in transit for 
milling, storing or other processing at complainant’s plants. Asks 
rates and reparation. (G. H. Work, G. T. M., 1441 Seventh St., 
Denver, Colo.) 

Ex Parte No. 115, increases in freight rates and charges. 

This is the Commission's investigation instituted as result of 
carrier petition for authority to increase rates and charges to ob- 
tain approximately $170,000,000 increased revenue. 

No, 26643. Mexican Petroleum Corporation of Louisiana, Inc., et al., 
New York, N. Y., vs. A. G. 5S. et al. 

Rates in violation sections 1, 3 and 4, petroleum and its prod- 
ucts, Destrehan, Shreveport and Superior, La., to points through- 
out the south, including points in Ala., Ga., Miss. and Tenn., ef- 
fected by the general revision of petroleum rates to points in 
southern territory, effective March 15, 1932, to the extent the 
rates exceed maximum rates prescribed by Commission. Ask 
such rates as Commission deems compliance with its findings in 
Petroleum and Its Products, 171 I. C. C. 286, and reparation. (J. 
E. Monroe, a. t. m., 806 Canal Bank Bldg., New Orleans, La.) 


No. 26644, Southwest Virginia Lime Producers’ Association, Shaws- 
ville, Va., vs. A. & R. et al, 

Rates in violation sections 1 and 3, lime, points in Va. to points 
in N. C. and S. C. as compared with rates to points in Va., 
N. C., Tenn., Ga., W. Va., Md., Pa. and Ala. Asks rates and 
reparation. S. C. Snead, secy.-treas., Shawsville, Va., and J. T. 
Preston, practitioner, Roanoke, Va.) 

No. 26645. G. A. Amberg Co., Inc., Memphis, Tenn., vs. St. L.<S. F. 
et al. 

Unreasonable rates and charges, s¢cond-hand contractors’ out- 
fit, Conran, Mo., to Lyon, Miss. Asks reparation. (E. C. Sides, 
practitioner, 215 Madison Ave., Memphis, Tenn.) 

No. 26646, J. G. Peppard Seed Co., Kansas City, Mo., vs. C. R. L. & P. 
et al. 

Unreasonable rates, sweet clover seed, points in Kan. and Mo. 
to points in Mo. and Va. ‘Ask reparation. (W. L. Bridges, 1308 

Dierks Bldg., Kansas City, M>.) 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. i trate man of long experience and wide knowl- 
edge will answer questions o~ to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, ashington, D C. 





Refrigeration-Charges Applicable on Shipment of Melons Pre 
iced, Pre-cooled and Re-iced in Transit Moving from Texas 
to New York 


Texas.—Question: In August, 1932, we forwarded a carload 
of cantaloupes from a station in Texas that had no facilities for 
icing. We ordered an iced car placed for loading; same was 
iced at a point thirty miles distant from the station from where 
the car was to be loaded. We billed the car to be pre-cooled at 
the station where the car’ was originally iced. The car was 
billed to be re-iced with 3% of salt at the first two icing stations. 
The car was destined to New York. 

The carrier protected the rate from originating point to the 
pre-cooling station plus the rate from the pre-cooling station 
to final destination, also charged for the icing done at the pre- 
cooling station. The shipment was billed standard refrigera- 
tion from originating point to final destination and I contend 
that Rule 200 of Perishable Protective Tariff No. 6, paragraph D, 
states that Standard Refrigeration service charges cover all 
icing and re-icing to destination. The carrier advises that, 
despite the fact that the bill of lading was signed showing ship- 
ment to be pre-cooled at intermediate point, this would have 
no bearing on the combination rate charged as, in Perishable 
Protective Tariff No. 6, there is nothing that will permit pre- 
cooling at an intermediate point; that this tariff permits pre- 
cooling at the originating point and, as the carriers had no 
facilities for taking care of the pre- cooling at that point, where 
the shipment was pre-cooled was actually the nearest icing sta- 
tion. I believe the proper charge should be based on the rate 
from originating point to final destination, plus the standard 
refrigeration charge. 

Would greatly appreciate any authority you have covering 
shipments mentioned. 

Answer: While it is true that under the provisions of Rule 
200 of the Perishable Protective Tariff, standard refrigeration 
service charges cover all icing and re-icing from origin to desti- 
nation, it does not appear that the shipment in question moved 
in accordance with the provisions of Section 2 of the Perishable 
Protective Tariff. 

As we understand your letter a pre-iced car was supplied 
at point of origin of the shipment and instructions were given 
for the pre-cooling of the shipment and also re-icing of the 
shipment at two icing stations en route to destination. Such 
instructions are not consistent with the application of the stand- 
ard refrigeration charges as published in Section 2 of the Perish- 
able Protective Tariff. 

It is our opinion that the shipment is subject to icing and 
re-icing charges as published in Section 4 of the Perishable Pro- 
tective Tariff. Rule 400 of Section 4, in paragraph (B), provides 
as to initial icing, that charges for ice and/or salt supplied by 
carriers or car lines, shall be on the basis of the charge pub- 
lished in Section 4 as applying at loading station when a pre- 
iced car is supplied; that as to re-icing, charges will be on the 
basis of the charges for ice and/or salt published in Section 4 
as applying at point where re-icing is performed. Section 4 
publishes charges for ice and salt at points in Texas and in 
the other states of the Union. 

While the Perishable Protection Tariff provides in Section 
4 for a basis of charges for the preicing and re-icing of the 
shipment in question, there is no provision in the tariff for the 
pre-cooling of the car at a point en route after movement from 
loading station to final destination. Such a service is provided 
in Rule 245, paragraph (F), as to other traffic, but not as to ship- 
ments of melons moving from a point in Texas to New York. 

No doubt the contention of the carrier that the shipment is 
subject to the combination of locals to and from the point at 
which the car was pre-cooled is based upon the fact that the 
Perishable Protective Tariff does not provide a basis of charges 
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for the pre-cooling of the car in question, This contention would 
seem to be supported by the decision of the Commission in Ap- 
person Brothers Automobile Co. vs. Lake Erie & Western R. Co., 
81 I. C. C. 392, in which the Commission held that the combina- 
tion of locals over the point at which the shipment was stopped 
for unloading was applicable where there was no tariff provision 
for the stopping of the car in transit for partial unloading. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address on Bill of Lading 


Virginia.—Question: I would like your opinion as to whether 
a rail carrier is liable in the following case: 

We made a less than carload shipment and marked the 
through route on the packages, but omitted any route from the 
bill of lading. The carrier did not forward the shipment via 
the route shown on the packages, but forwarded the same via 
another route. The rate was the same, however, over both 
routes, but the consignee being a telegraph company had a con- 
tract arrangement with the carriers forming the route specified 
on the packages. By reason of the action of the carrier in rout- 
ing the shipments special damages have resulted. 

I have been unable to find a parallel case in the volumes of 
the Interstate Commerce Acts Annotated, However, there is a 
provision in the Classification under Rule 6, Sec. 2, paragraph C, 
which requires that the carrier shall compare the marks on the 
package with those on the bill of lading, and had the carrier 
complied with this rule it is only natural that the shipment would 
have been billed according to the routing shown on the package. 
For further convenience, I also direct your attention to Section 
15 (8) of the Interstate Commerce Act which casts upon the 
carrier the duty of issuing a bill of lading to a shipper after 
the shipper has designated in writing (which we assume was 
accomplished by the route designated on the package) his choice 
of routes. 


Answer: Paragraphs (a) and (c) of Section 2, of Rule 6 of 
the Consolidated Classification, provides: 


(a) Each package * * * of freight must be plainly, legibly and 
durably marked * * * showing the name of only one consignee, and 
of only one Station, Town or City and State to which destined. 

(c) The marks on bundles, packages or pieces must be compared 
with the shipping order or bill of lading, and corrections, if necessary, 
made by the shipper or his representative before receipt is signed. 


The Commission has held that the marks on the package, 
and not on the bill of lading, determine the destination of the 
shipment. See C. S. Brackett Co. vs. Great Northern Express 
Co., 29 I. C. C. 667, and American Agricultural Chemical Co. vs. 
B. & A. R. R., 28 I. C. C. 398. On page 668 of the opinion in 
the first named case, the Commission said: 


The Commission has recently held informally that when a ship- 
per prepares a bill of lading providing for the carriage of property to 
a particular destination and marks a different and erroneous address 
on the package the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the destination shown 
on the package, although the correct destination is shown in the bill 
of lading. We think the present case is clearly within this principle. 
In view thereof we do not find that in following the instructions 
marked on the package the defendant was guilty of misrouting. See 
also Parlin & Orendorff Plow Co. vs. United States Express Co., 26 
I. C, C, 561, and American Agricultural Chemical Co. vs. B. & A. R. 
R. Co., 28 I. C. C. 398. 


It will be observed, however, that Section 2 of Rule 6 makes 
no reference to the showing of routing on packages which are 
received for transportation as less than carload freight. 


Whether the effect of the provisions of the classification, to 
which you refer, is to place liability on the carrier, in the event 
that the carrier’s agent either fails to compare the marks on 
the package with the shipping order or bill of lading or to 
detect a difference between the two and then call the dis- 
crepancy to the attention of the shipper, is not, in our opinion, 
a certainty. While the provision directs the agent of the carrier 
to make this comparison, there is no direct statement of liability 
on the part of the carrier for its agent’s failure to make or 
mistake in making the comparison, and this liability, if it exists, 
must therefore be inferred. 


It seems to us that there is more than a probability that it 
would be held that the provisions of the classification in question 
merely indicate a willingness on the part of the carrier to assist 
the shipper in the event of the shipper’s mistake in directing 
the transportation of his shipment, but does not impose a penalty 
on the carrier or rather absolve the shipper from liability for 
his mistake, in the event the carrier’s agent fails to call his 
attention to a discrepancy between the marks on a package and 
the address in the bill of lading therefor. 

It is significant that at the time the Commission made the 
ruling in Conference Ruling No. 433, the three classifications 
then in effect, namely, Official Classification No. 39, Southern 
Classification No. 39, and Western Classification No. 51, con- 
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tained provisions similar to or identical with the present pro 
vision, 


Tariff Interpretation—Point to Point General Commodity Rate 
Versus Intermediate Specific Commodity Rate 


Colorado.—Question: A question has come up regarding the 


interpretation of the commodity section of a tariff as follows 


There is a generic commodity description in the tariff that 


will apply to a commodity shipped between points of origin and 
destination. There is also in the same section of the commodity 
tariff a commodity item describing the commodity shipped in 
more specific terms, but not applying between points of actual! 
shipment. The carrier takes the position that since the com 
modity is described in the tariff under an item in more specifi: 
terms, although such item does not apply between points of 
actual shipment, it precludes the application of the less specifi 
commodity item applicable between points shipment moved 
The less specific commodity description in this instance did not 
carry qualifying term “Not otherwise specified.” 


We would appreciate it if you would give us references to 
Interstate Commerce Commission reports covering this situa 
tion, if the Commission has ruled on this point, 


Answer: In Abendroth Brothers vs. Boston & A. R., 1611. C. C. 
730, the Commission said that, generally speaking, where the 
tariff contains conflicting rates, established on the same date, 
the lower of the rates so published is the legal rate, but that it 
had frequently held that where an article is clearly embraced 
within two different commodity descriptions, the specific de 
scription takes precedence over the general description, citing 
Boardman Co. vs. Atchison, T. & S. F. Ry. Co., 46 I, C. C. 352, 
and Eggers-O’Flyng Co. vs. Ala. G. S. R. R, Co., 112 I. C. C, 218 

However, in its decision in Svandard Oil Company vs, A. T 
& S. F. Ry. Co., 139 I, C. C. 297, the Commission held that a 
specific rate always takes precedence over a rate made by the 
use of an intermediate rule, regardless of whether they are con 
tained in the same tariff or in different tariffs, and of whether 
the specific rate is published to become effeciive before or afte: 
the effective date of the rate under the intermediate rule, unless 
there are published tariff provisions to make clear, and give 
effect to the purpose to have rates resulting from the inter 
mediate rule apply to the exclusion of specific rates in certain 
instances, 


See, also, Case Manufacturing Co. vs. N. Y. N. H. & H.R 
Co., 159 I. C. C. 507, in which case the Commission held that a 
specific class rate took precedence over a class rate made by the 
use of an intermediate rule, 


In Curtiss Lumber Co. vs. A. T. & S. F. Ry. Co., 151 I. C. C 
610, however, the Commission limits the application of its deci- 
sion in the Standard Oil Company case, 139 I. C, C. 297, in hold- 
ing that a commodity rate made by the use of an intermediate 
clause will take precedence over a specific class rate. The Com- 
mission, In this case, said: 


On brief, counsel for defendants urge that our findings in Stand- 
ard Oil Co. vs. A. T. & S. F. Ry. Co., 139 I. C. C. 297, 299, “‘makes it 
imperative’ that we should find that the commodity rate sought was 
not applicable to Ludlow. The intermediate rule under consideration 
in the instant case differs materially from the rule considered in the 
Standard Oil Co. case, supra. The language employed if given the 
natural and unqualified meaning makes clear and gives effect to a 
purpose to have the rates resulting from the intermediate rule apply 
to the exclusion of the class rates. Under such circumstances we 
pointed out in the Standard Oil Co. case, supra, that rates resulting 
from intermediate rules are applicable. It may further be pointed out 
that counsel for defendants seeks to give too broad an interpretation 
to our finding in the Standard Oil Co. case, supra. The report 
therein, when considered as an entity, clearly reveals that we were 
considering specific rates and rates resulting from the application of 
intermediate rules when of the same character or grade. 


In the instant case, we understand that the rate which 
applies in connection with the specific commodity description is 
sought to be applied under an intermediate rule from and to 
points between which a specific point to point rate is applicable 
in connection with a generic commodity description. The ques- 
tion, therefore, is whether the point to point general commodity 
rate takes precedence over the intermediate specific commodity 
rate, or whether the intermediate specific commodity rate takes 
precedence over the point to point general commodity rate. 

In the last sentence of the quotation from the decision in 
the Curtiss Lumber Company case, the Commission, in referring 
to its decision in Standard Oil Co. vs. A. T. & S. F. Ry. Co. 
139 I. GC. C. 297, states that in that case they were considering 
specific rates and rates resulting from the application of inter 
mediate rules when of the same character or grade. In the 
instant case if the intermediate specific commodity rate is of the 
same grade as a point to point general commodity rate thet 
the intermediate specific commodity rate is the applicable rate. 
If not, the point to point general commodity rate is the applic 
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able rate. We can, however, locate no case which determines 
this question. 
Claims Versus Notice of Claim 


New York.—Question: You answered our question of June 
25 on page 29 of the July 7th issue of The Traffic World, under 
the caption “Notice of Claim,” and we are wondering whether 
or not, When your answer was prepared, you considered the 
change that had been made in the bill of lading contract relat- 
ing to the filing of claims for loss or damage. 

Prior to the amendment of August 1, 1930, Section 2, para- 
graph (b), of the old bill of lading contract read as follows: 


Claims for loss, damage or injury to property must be made in 
writing to the originating and delivering carrier or carriers issuing 
this bill of lading within six (6) months after delivery of the prop- 
erty * * * or, in case of failure to make delivery, then within six (6) 
months after a reasonable time for delivery has elapsed; provided 
that if such loss, damage or injury was due to delay or damage while 
being loaded or unloaded, or damaged in transit 4 carelessness or 
negligence, then no notice of claim nor filing of claim shall be re- 
quired as a condition precedent to recovery, 


Effective August 1, 1930, that paragraph was changed to 
read as follows: 


As a condition precedent to recovery, claims must be filed in 
writing with the receiving or delivering carrier, or carrier issuing this 
bill of lading, or carrier on whose line the loss, damage, injury, or 
delay occurred, within nine (9) months after delivery of the property 
* * * or, in case of failure to make delivery, then within nine (9) 
months after a reasonable time for delivery has elapsed. 


The carriers now claim that since Section 2, paragraph (b) 
was amended, no notice of claim or intention to file one is ac- 
ceptable; that the claim itself must be filed in writing with the 
carrier within the nine months’ period. Some carriers have 
adopted the principle that they will accept a letter relating to 
the loss or damage that occurs at actual presentation of the 
claim, even though all other papers are led at a later date. 
The principal thing that we want to bring out is that, in view 
of the change that has taken place in the bill of lading contract, 
the carrier claims that notice of claim or advice as to intention 
to file a claim can no longer be accepted; that the claim itself 
must be filed in writing within the nine months’ period. 

In view of the carriers’ position the decisions quoted in your 
answer to our question have no bearing, since the period of claim 
notices terminated when Section 2, paragraph (b), of the Bill 
of Lading contract was amended on August 1, 1930. 

Answer: We are of the opinion that while paragraph 11, of 
Section 20 of the Act, as it now reads, does not contain a provi- 
sion relative to the filing of a notice of claim, such a notice, if 
it contains the essential information for a claim, is, under the 
decision in the Blish case, 241 U. S. 190, 36 S. Ct. 541, a suffi- 
cient compliance with the requirement of the bill of lading pro- 
visions respecting the filing of a claim. 

There have been no decisions of the courts since the change 
made in the phraseology of the provision in paragraph 11, of 
Section 20 of the Act, fixing the minimum period for the filing 
of the claim, so far as we are aware. However, the bill of lading 
provision involved in the decision of the Supreme Court of the 
United States in the Blish case, above referred to, was, as the 
Court states in its decision in C. & O. R. Co. vs. Martin, 283 
U. S. 209, 51 S. Ct. 453, identical with that set forth in the later 
decision and contained no reference to the notice of claim other 
than in the proviso reading: 


Provided that if such loss, damage or injury was due to delay or 
damage while being loaded or unloaded, or damage in transit by care- 
lessness or negligence, then no notice of claim nor filing of claim 
shall be required as a condition precedent to recovery. 


The Supreme Court in the Blish case seems, however, to 
treat a notice of claim as, in fact, the filing of a claim. In the 
course of its decision in this case, the court said: 


But, while this is so, we think that the plaintiff In error is not 
entitled to succeed in its ultimate contention under the stipulation, for 
the reason that it appears that notice of the claim was in fact given. 
lt is true that in the statement made by the Court of Appeals it is 
said that so far as appears from the record ‘‘no claim was filed by 
the shipper.”” We must assume, however, that this was in effect a 
onstruction of the provision as requiring a more formal notice than 
that which was actually sent. 


In holding what the court terms a notice of claim to be 
sufficient, although not formal in its nature, the court said: 


In the preceding telegrams, which passed between the parties and 
are detailed by the state court in stating the facts, the shipment had 
been adequate y identified, so that this final telegram, taken with the 


others, established beyond question the particular shipment, to which 
the claim referred, and was in substance the making of a claim 
Within the meaning of the stipulation—the object of which was to 
Secure reasonable notice. We think that it sufficiently apprised the 


Carrier of the character of the claim, for while it stated that the 
Claim was for the entire contents of the car “at invoice price’’ this 
did not constitute such a variance from the claim for the value of 
the flour as to be misleading; and it is plain that no prejudice re- 
sulted. Granting that the stipulation is applicable and valid, it does 
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* 
not require documents in a particular form. It is addressed to a 
practical exigency and it is to be construed in a practical way, The 
stipulation required that the claim should be made in writing, but a 
telegram which in itself or taken with other telegrams contained an 
adequate statement must be deemed to satisfy this requirement. 


We do not think that the revision of the bill of lading pro- 
vision, based upon the revision of paragraph 11, of Section 20 of 
the Act, has changed in any manner the obligation of the shipper 
with respect to filing a claim, whether it to be termed a notice 
of claim or a claim, the decisive factor being, under the decision 
in the Blish case, which, in our opinion, is just as applicable to 
the present bill of lading provision as to the bill of lading provi- 
sion involved therein,. whether the carrier has received an ade- 
quate statement of the shipper’s intention to hold the carrier 
liable for loss, injury or delay to a specified shipment. 


Railroad Pension Act, Application Of 


California.—Question: Referring to the Railroad Pension Law 
which became effective August 1, 1934: 

For instance, an employe is in continuous service for 29 
years. Should he get fired, quit, or should his job be abolished, 
just where would he stand? Would he be entitled to what he 
has paid in to the pension fund or would he lose that? What 
if he should have to give up his job on account of sickness after 
a number of years’ service, would he get back what he had 
paid in? 

Answer: The provisions of the Railroad Pension Law are 
general in their terms and necessarily will be the subject of 
interpretation by the board which is to administer the act and 
probably by the courts. 

In the carriers’ petition to the Supreme Court of the District 
of Columbia for an injunction against the enforcement of the 
law, the carriers deny the correctness of the construction of 
provisions of the act under which employes who have left the 
service within one year before the approval of the act and have 
not returned to it; employes leaving the service subsequent to 
the enactment of the act at any age whatever and with but 
little service period, and employes dismissed for cause, are made 
annuitants. 


The following statements: “Each employe having attained 
the age of sixty-five years or having completed a service period 
of thirty years, shall be paid an annuity:” “Such annuity shall 
be based upon the service period of the employe * * * not ex- 
ceeding thirty years:” “No such reduction shall be made if the 
Board shall determine that the carrier has retired the employe 
because of physical or mental inability to continue in active 
service:” “Any employe who upon retirement shall be entitled 
to an annuity with a value determined by the Board of less than 
$300 shall be paid such value in a lump sum,” are no doubt the 
basis for the construction which the carriers deny. 


Your questions are answered by the construction, stated in 
the second paragraph above, which the carriers in their petition 
state they are advised has been placed upon the provisions of 
the act and is about to be enforced by the defendants to the 
carriers’ bill of complaint, namely, the Railroad Retirement 
Board and members thereof. 


Limitation of Actions As Between Carriers 


Louisiana.—Question: Does the statute of limitations (three 
years) apply in the adjustment of freight, demurrage or other 
charges as between carriers and if so for what period? Where 
can this ruling be found? 


Answer: Subdivision (a), of paragraph 3, of Section 16 of 
the Interstate Commerce Act, states that all actions at law by 
carriers subject to this act for recovery of their charges, or any 
part thereof, shall be begun within three years from the time the 
cause of action accrues, and not after. 

Subdivision (e), of paragraph 3, of Section 16, provides that 
the cause of action in respect of a shipment of property shall, 
for the purposes of this section, be deemed to accrue upon delivery 
or tender of delivery thereof by the carrier, and not after. 

Prior to the incorporation of the above referred to provisions 
in paragraph 3 of Section 16 of the Act, an action by a carrier 
for the recovery of its charges was governed by the statutory 
provisions of the several states of the Union. 

We are unable to locate a decision of the courts in which 
the question you raise was at issue. 

While an actfon by one carrier against another carrier for 
freight, demurrage or other charges is within the purview of 
subdivision (a) of paragraph 3 of Section 16 in so far as the 
context of this provision is concerned, it would appear from the 
provisions of subdivision (e), which relates to the time of accrual 
of the cause of action, that Congress did not have in mind 
actions by one carrier against another carrier in establishing the 
limitation period provided for in paragraph (a). 

If the provisions of subdivision (a) are not applicable, an 
action by one carrier against another carrier for the recovery 
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of charges is governed. by the statutes of limitation of the sev- 
eral states. 


Reparation—Transit Shipments 


North Dakota.—Question: We would be pleased to have 
your opinion of the following transactions: 

Dairy products, which were accorded storage-in-transit 
privileges, were sold outright to a dealer at a point interme- 
diate to shipping point and any eastern destination, F. O. B. 
his plant. At his request notation, “For storage at (billed des- 
tination)” was placed on shipper’s lading. 

The correct freight charges were prepaid by the shipper 
to billed destination. 

The agent at billed destination evidently overlooked the 
reduced rate applying on excess weight of car, as prepaid, and 
raised the rate to that applicable to minimum weight cars, 
collecting the difference from the consignee at billed des- 
tination, who in turn deducted the additional freight paid from 
his remittance, submitting freight bill to cover. 

The shipper filed claim for the overcharge, and, while the 
claim papers were in the possession of the railroad, the tonnage 
was reshipped to an eastern destination at the balance of the 
through rate from origin to final destination, the reshipper 
securing the benefit of the high rate paid into transit point, 
while the original shipper was assessed more than the lawful 
tariff rate into the transit point. 

The railroad has declined the claim, contending that the 
correct through rate from origin to final destination .was pro- 
tected; admitting their agent at transit point assessed the in- 
correct rate, but, nevertheless, contending that they were with- 
out authority to make any adjustment, and that the outstanding 
claim appeared to be the result of the settlement of a commer- 
cial transaction and that we should collect from the party secur- 
ing the storage-in-transit privilege. This we endeavored to do 
without success. 

Is not the railroad assessing and collecting the incorrect 
rate into transit station (billed destination) liable for over- 
charge? 

Answer: In our opinion the principle of the decision in Saw- 
dust Sales Co. vs. Baltimore & O. R. Co., 186 I. C. C. 265, is ap- 
plicable to the facts in the instant case. In this case the 
Commission said: 


Transit arrangements rest upon the fiction that the incoming and 
outgoing transportation services, while distinct, are applied to a con- 
tinuous shipment from origin to destination. A service is accorded 
by a carrier under tariff provision to a shipment which is interrupted 
for that purpose, and the transportation then continues. The move- 
ments to and from the transit point are parts of a through move- 
ment upon which a through rate is ultimately assessed. On such 
a movement either the inbound or outbound local rate may be un- 
reasonable and yet the through rate, upon which the transit refuud 
is based, may be reasonable. In the present proceeding it is shown 
that refunds were made to the shipper by the carriers under the tran- 
sit tariffs on all of the shipments on which complainant seeks repara- 
tion. The local rate of 27.5 cents assailed was not ultimately charged 
by defendants of any of them. We are not interested in whatever 
adjustment may be made of the freight charges as between the con- 
signor and consignee. Under the circumstances outlined above it is 
clear that reparation on the shipments in question is not warranted. 
Duck River Grain Co. vs. Nashville, C, & St. L. Ry., 160 I. C. C. 28. 


While in the case quoted from above, the reasonableness of 
the rate applicable to the inbound movement to the transit 
point was in issue, reparation being sought on the basis of a 
lower rate, the Commission’s holding that as the inbound rate 
was not ultimately charged on the shipments reparation was 
not warranted, in our opinion brings the present instance with- 
ing the purview of the decision in this case. 


See, also, the statement of the Commission on page 29 of 
its decision in the the case of Duck River Grain Co. vs. Nash- 
ville, C. & St. L. Ry., 160 I. C. C. 28, with respect to the passage 
of title to the goods to the transit operator. 


Advancement of. Transportation Charges to Truckmen 


New York.—Question: We would like to have you advise 
on the question of freight from Ballston Spa, N. Y., located on 
the D. & H. Railroad, consigned to concerns in Massachusetts, 
wherein we pick up the freight in Ballston Spa and deliver the 
same to the B. & M. in Mechanicsville, so that the B. & M. can 
make store door delivery at destination the following morning. 

The question has been brought up by the B. & M. ruling 
that they cannot advance our charges from Ballston Spa to the 
freight station in Mechanicsville and collect all charges from 
the consignee. We fail to understand why this cannot be done, 
when such an arrangement is effective on freight from Troy to 
Philadelphia, Baltimore and Washington by the B. & M. through 
the D. & H. and P. R. R. It is nothing more cr less than pick 
up and delivery in both cases. 

In addition, we are willing at any time to put up a bond 
guaranteeing charges in such amount as the B, & M, should 


desire, 
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We would appreciate your thoughtful consideration of the 
matter and your letting us know why this seemingly unfair 
discriminiation obtains, 

Answer: With respect to this question, the Commission in 
Amendt Mining Co. vs. Michigan Central R. R. Co., 83 I. C. C. 
585, said: 


Complainant refers to our Conf. Ruling 62, which required boats 
which were common carriers making regular trips and offering their 
services to the public to file tariffs and that carriers which had 
advanced charges of vessels, boats, and barges should discontinue that 
practice until the tariffs were filed. That ruling is inapplicable here, 
as the boat line which performed the transportation from New York 
to Albany did not hold itself out to make regular trips between those 
points. The Edward G. Murray Lighterage & Transportation Company 
filed tariffs covering demurrage charges at wharves at New York, 
Albany, and Troy. The New York Central provided in a tariff that 
it would advance, for collection from the consignee, among other 
items, charges for connecting rail, boat, or stage lines and charges 
of transfer companies handling freight between railroads and boat 
lines, A carrier may lawfully advance charges of carriers not sub- 
ject to our jurisdiction under tariff provision therefor. We find that 
the shipment was not a through shipment from New York to Monroe: 
that charges for the transportation to Albany and cartage charges 
at that point were legally advanced; and that the charges collected 
were not unreasonable or otherwise unlawful. 


In Items 28 to 310, inclusive, of Agent Van Ummerson’'s 
I. C. C, No, 221, provision is made for the advancing of certain 
charges, not, however, including charges of truck lines, 

While the haul of the B. & M. from Troy to the junction 
of that carrier with the D. & H. is a short haul, the traffic no 
doubt moves on joint rates filed with the Interstate Commerce 
Commission. In your case, however, the haul to Mechanicsville 
is separate and distinct from that of the rail carrier beyond. 
Whether the carrier will advance the charges of the truck line 
seems to be a matter for the rail carrier to determine and 
not a matter of right on the part of the shipper or truck line, 
that is, neither the shipper nor the truck line can require the 
rail carrier to advance the charges of the truck line. 


Damages—Special—Liability of Carrier 


California.—Question: Please refer to your answer on page 
193 of the August 4 Traffic World, under the caption, “Liability 
of Carrier for Failure to Require Deposit or Check by Consignee 
Under Straight Bill of Lading,” and your answer on page 230 
of the issue of August 11, under the above caption, regarding 
the carrier’s liability for delay in delivery. In your answer, 
first referred to, you indicate that damages may be recovered 
for delay when a special contract is made prior to shipment. 
However, the decision of the Supreme Court of the United 
States quoted from on page 193 of the August 4 issue, indicates 
that special damages may not be recovered, even when a special 
contract is entered into, on the theory that the special con- 
tract is illegal, because the shipper was contracting for an ad- 
vantage which was not extended to all others at the same 
freight rate. 

We believe that your answer to Illinois in the August 11 
issue must have had particular reference to the shipment of 
live stock, perishables, etc., where from the nature of the goods 
shipped the carrier igs put on notice that expedited delivery is 
required. In view of the decision of the Supreme Court of the 
United States, it does not appear that special damages may be 
recovered in any instance on ordinary freight which is delayed 
in transit, even though a special contract may have been 
executed. 

We would thank you to verify this point. 

Answer: The notice referred to in the answer to Illinois, 
on page 230 of the August 11, 1934, Traffic World, under the 
caption, “Damages—Special—Liability of Carrier,” which must 
be given if special damages are to be recovered, is not a con- 
tract for special service but merely timely notice to a carrier 
that certain damages will accrue from unreasonable delay to 
the goods. Such a notice has not been condemned by the courts, 
but, on the contrary, it is held without exception that it must 
be given as a condition precedent to the recovery of special 
damages, except where it appears from the nature of the goods 
shipped or from other circumstances, that the carrier ought to 
have known of the consequences which would. follow from 4 
delay in transportation, although no actual notice Was given. 

Such damages are recoverable by any shipper Who gives 
the required notice or the nature of whose shipment is such 
as to put the carrier on notice. No discrimination ¢an result 
as in the case of a contract to furnish services te a shipper 
which are not held out by tariff, the carrier being at liberty to 
furnish the service to one shipper and deny it to another, in 
the absence of tariff provision therefor. 

On the other hand, the decisions in Davis vs. Cornell, 264 
U. S. 560, 44 S. Ct. 410, and C. & A. R. Co. vs. Kirby, 225 U. 5. 
155, 32 S. Ct. 648, condemn and hold invalid, under the Inter 
state Commerce Act, a contract under which a carrier under: 
takes to furnish services for a shipper which are not provided 
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for by published tariffs, such as an agreement to carry within 
or to furnish a car within a specified time. 

Such an agreement or contract without tariff authority 
therefor admits of discrimination, in that an agreement may be 
made with one shipper and refused another, while it lies within 
the power of any shipper to give notice of special damages 
which will bind the carrier. In the one case it requires the 
affirmative act of the carrier to bind the carrier, in the other 
case it is the affirmative act of the shipper which binds the 
carrier. 

Tariff Interpretation 


Utah.—Question: Referring to Item 2410, of Oregon Short 
Line Tariff 2074-0, I. C. C. No, 2640, which refers to Item 85 
for a list of articles entitled to the commodity rate. This list 
follows in part: 


Articles taking iron and steel rates, fabricated or not fabricated, 
carloads, structural, viz.: 

Angles * * * Beams * * * Channels * * * Girders * * * Rails * * * 
Tees * * * Zees, 


We have in mind a shipment of iron channels used in con- 
crete construction. The carrier admits that the shipment con- 
sisted of “sheet iron forms about 314 feet long and cut to the 
shape of channels but were actually concrete construction 
forms, in view of which the fifth-class rate, as assessed, is cor- 
rect, on authority of Item 26, page 212 of Consolidated Freight 
Classification No. 6.” 

In your opinion, is there anything to restrict the applica- 
tion of the commodity rate, even though they were concrete 
construction forms? It is noted that the commodity item does 
not read channels, N. O. I. B. N., therefore should be applied 
on any channels, regardless of Classification description. 

I believe you have given reference to decisions of the In- 
terstate Commerce Commission previously that prove the point 
in this case, viz., that commodity rate items, unless they revert 
back to the Classification for descriptive phrases, should be 
interpreted in their own language and if no restrictions are 
made, as in the case of iron channels, the commodity rate 
applies, even though the channels may be referred to as some- 
thing else in the Classification. Rough castings, also, are an 
example of this; they may be rock crusher parts, N. O. I. B. N., 
under the Classification, but if they are rough iron castings, 
such a commodity rate cannot be denied. 

Answer: There are a number of principles which the Com- 
mission applies in determining the applicable rate under tariff 
provisions similar to the present instance, the applicable prin- 
ciple depending upon the exact facts as to the character or 
nature of the goods. 

In International Cement Corporation vs. Chesapeake & Ohio 
Ry. Co., 165 I. C. C. 123, the Commission held that a commodity 
rate applying on castings and castings, rough, not otherwise 
specified, applied on a shipment of rough iron and steel grinding 
balls, notwithstanding that grinding balls, iron or steel, are 
rated in the Consolidated Classification under a heading separate 
and distinct from that under which iron and steel articles gen- 
erally are classified in the Southern Classification. 

Again in Duthie & Co. vs. Director-General, 113 I. C. C. 255, 
the Commission held that a commodity rate which listed en- 
gines under the caption, “Machinery and Machines,” which 
caption was limited in its application by the limiting words, 
“Electrical, Iron Working (Power), Mining and Smelting,” ap- 
plied on marine engines. This same commodity description 
was also involved in the Commission's decision in Northwest 
Steel Co. vs. Director-General, 68 I. C. C. 195, in which the 
Commission construed the term “turbines.” 


In Colorado Culvert & Flume Co, vs. Atchison, T. & S. F. 
Ry. Co., 160 I. C. C. 48, the Commission held that a commodity 
rate on pipe which was not restricted to any particular kind of 
pipe other than iron or steel, riveted or welded, applied on 
culvert pipe, although the Classification contained a rating on 
culverts. 


If a concrete construction form is actually a channel, then 
under the decision in International Cement Corporation vs. 
Chesapeake & Ohio Ry. Co., 165 I. C. C. 123, referred to above, 
the commodity rate published in Item 2410 of the tariff to which 
you refer is applicable, but, if the concrete construction form 
is something other than a channel, then the classification rating 
and not the commodity rate is applicable. 

In the International Cement Company case the Commission 
applies these two principles in the following language: 


Defendants emphasize the fact that grinding and polishing balls 
are rated separately from iron and steel articles, including castings, 
generally. They urge that the publication of the list of iron and 
steel articles upon which the commodity rate above referred to ap- 
Plied did not remove grinding balls from the cl&ssification, and cite 
Great Northern Paper Co. vs..B. & A. R. R. Co., 113 I. C. C. 463. 
There it was stated that where, ir the original classification, provision 
is separately made for two articles, closely resembling each other in 


The Traffic World 


PAGE 377 


form and nature, and a commodity rate is subsequently established 
naming one of such articles, the commodity rate so established can 
not be applied on the similar article specifically named in the classi- 
fication, but not specifically named in the commodity tariff. The com- 
modities referred to in that proceeding were printing paper and news- 
print paper, which we had previously stated were separate and dis- 
tinct articles readily distinguishable. Here the commodity rate is not 
sought on the ground that rough grinding balls are similar to rough 
castings, but on the ground that they are in fact rough castings. 
See Rose Co. vs. Boston & M. R. R., 159 I. C. C. 211, and cases 
therein cited. 


The fact that the commodity is used for a certain purpose 
is not, under the decision of the Commission in American Salpa 
Corporation vs. Pa. R. Co., 179 I. C. C. 195, controlling in deter- 
mining the rate applicable on a particular commodity, but the 
use to which a commodity is put may determine the nature of 
the commodity. Sonken-Galamaba Corporation vs. Chicago, R. I. 
& P. Ry. Co., 176 I. C. C. 535. 


Routing and Misrouting—Class Versus Commodity Rate 


Alabama.—Question: A shipment was delivered to X rail- 
road at point A, a local station on this railroad, consigned to 
point C, its destination, on an entirely unrouted bill of lading. 

It moved on a commodity rate which had specific routing 
instructions to the effect that it must move through points M 
and N. The commodity rate, however, is much higher than 
the class rates and since there is no routing restrictions against 
the class rate, it is our contention that the carrier must pro- 
tect the lowest rate on unrouted shipments to the same extent 
as if the shipment had been given to another carrier at a nearby 
point. Had the shipment been routed in connection with other 
carrier at the nearby point, the commodity rate could not have 
been assessed due to the violation of the routing restrictions 
and this would have necessitated applying the class rate on the 
shipment. 

Is it not your opinion that a carrier is just as much obli- 
gated to protect the class rate on this shipment with the lad- 
ing unrouted as they would be if the routing instructions were 
not complied with, forcing the use of the class rate? 

Answer: A shipper may offer his freight without routing 
instructions, in which event it is the duty of the carrier to route 
it via the cheapest reasonable available route. 

In Cressey & Co. vs. C. M. & St. P. Ry. Co., 18 I. GC. C. 182, 
cited in Whaley-Warren Lumber Co. vs. C. C. & O. Ry., 21 1. CG. C. 
530, the Commission describes as misrouting a movement which 
fails to take a route over which the shipment properly should 
have moved, as Well as one which is in violation of specific 
instructions of the shipper. 


The duty of the carrier to forward via the cheapest route 
is subject to the qualification that, if all things considered, it 
would be unreasonable to ship by a cheaper route, the carrier 
is not compelled to do so. The duty is upon the carrier to 
select the cheaper route only “if other conditions are reasonably 
equal.” Resort to the more expensive route may be justified, 
and the justification may rest either upon a peculiar circum- 
stance of a given case, or upon a general practice. Northern 
Pacific Co. vs. Solum, 247 U. S. 477, 38 S. Ct. 550: McCaull- 
Dinsmore Co. vs. G. N. Ry. Co., 47 I. C. C. 581. In the latter 
case the Commission held that the shipment was not misrouted, 
because it was shown that the claimed intrastate route was 
neither reasonable nor practicable. 

We assume that the shipment was routed by carrier X 
through Junctions M and N via which route the commodity 
rate applies. Had the shipment been routed by the shipper in 
the bill of lading via a route over which the class rate applies 
it would have been misrouted by carrier X if it had been for- 
warded via a route over which the commodity rate applies. 

While it is true that the establishment of a commodity rate 
removes the application of a class rate between the same points, 
this rule is subject to the qualification that the commodity rate 
must apply via the same routes over which the class rate ap- 
plies. If the class rate applies via one or more routes over 
which the commodity rate is not applicable, the class rate 
must be applied via such routes, and, in our opinion, it is the 
duty of the carrier to forward the shipment via a route over 
which the lower class rate applies. 


Misquotation of Rate 


Connecticut—Question: May we have the benefit of your 
advice in regard to the responsibility of the parties in the fol- 
lowing case: 

Request was made on a district office of the X Y Z Rail- 
road for a rate quotation from station A, a point in the south, 
to station B, a northern destination, the route to which applied 
via the X Y Z Railroad as an intermediate carrier; delivery 
service at station B being performed by a subsidiary of the 
X Y Z Railroad, operated as a separate corporation. The per- 
son originating the request was advised that, owing to an in- 
complete tariff file, it would be necessary to handle with the 
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originating carrier to obtain the desired rate. The X Y Z Rail- 
road was requested to obtain and furnish the rate in question. 

Subsequent developments proved that, in furnishing the 
X Y Z Company with the rate, the originating carrier overlooked 
the cancellation of the commodity rate covering the articles in 
question, and the rate actually in effect at the time the ship- 
ments moved was 8%c cwt. higher than the rate furnished upon 
application. As soon as the difference in rate was discovered, 
the shipper was notified of the error. In the meantime, freight 
bills based on the higher charge had been presented and paid. 

The shipper, having paid the freight, now contends that 
the X Y Z Railroad Company is responsible, in view of the fact 
that the rate originally furnished was given in writing by their 
representative. 

Will you kindly cite any decisions that have been rendered 
in cases similar to the above? 

Answer: Under Section 6 of the Interstate Commerce Act 
a carrier who shall misquote the applicable rate upon written 
request made upon the agent of a carrier is liable to a penalty 
of $250, but this penalty accrues to the United States and not 
to the shipper. 

Based upon decisions of the Supreme Court of the United 
States, the Interstate Commerce Commission has held in a 
number of cases that a shipper is charged with notice of the 
lawful tariff rate and that a misquotation of a rate is not ground 
on which to base a complaint for reparation. See Obear-Nester 
Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah Wholesale Grocery 
Co. vs. N. & W. Ry. Co., 39 I. C. C. 345; also Henderson Ele- 
vator case, 226 U. S. 441, 33 S. Ct. 176 and T. & P. vs. Mugg, 202 
U. S. 242, 26 S. Ct. 628. : 

The fact that the quotation was given in writing does not 
entitle the shipper to damages. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or aiditions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. H. Lippold, 
Pres.; N. F. McNatt, Secy. and Treas. 

Albany, N. Y.—Capital District Traffic Association. J. M. 
O’Donnell, Pres.; M. J. Ford, Secy.-Treas. 

Anderson (Ind.) Traffic Club. R. H. Ross, Pres.; C. O. But- 
ner, Secy. 

Atlanta—tTraffic Club of Atlanta. F. B. Porter, pres.; G. E. 
Parker, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. Edward S. King, 
Pres.; C. F. Johnston, Secy. 

Baltimore, Women’s Club of. Marie E. Neussell, Pres.; 
Helen R. Becker, Secy. 

Bartlesville, Okla., Traffic Club. C. R. Musgrave, Pres.; E. C. 
Kitching, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. W. O. 
Cooper, Pres.; Wm. Terray, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. H. E. 
Parker, Pres.; W. E. Francis, Secy. 

Birmingham, Ala., The Women’s Traffic Club of. Launa M. 
Chew, Pres.; Mrs. E. T. Boyd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. F. Palmer, Pres.; W. M. Macomber, Secy.- 
Treas. 

Bridgeport (Conn.) Traffic Association. S. J. Heneghan, 
Pres.; A. Winter, Secy. 

Brooklyn, N. Y., Traffic Club of the Chamber of Commerce. 
W. C. Wayer, Pres.; A. C. Welsh, Secy. 

Buffalo Transportation Club. W. J. Sheridan, Pres.; M. B. 
Mason, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
John Harrup, Secy. 

Canton (O.) Traffic Club. P. K. Webner, Pres.; M. L. Under- 
wood, Secy. 

Central Ohio Traffic Club. Claud Robison, Mansfield, Pres.; 
G. E. Sobers, Marion, Secy.-Treas. 

Charlotte (N. C.) Traffic and Transportation Club. George 
J. Fella, Pres.; W. J. Kerr, Secy.-Treas, 

Chattanooga Traffic and Transportation Club. C. R. Street 
and L. F. Cross Pres.; N. W. Westbrook, Secy.-Treas. 

Chicago Traffic Club. W. Y. Wildman, Pres.; R. W. Camp- 
bell, Secy. 

Chicago, Junior Traffic Club of. E. H. Randall, Pres.; John 
Middleton, Secy. 

Chicago, Woman’s Traffic Club of. Florence J. Cox, Pres.; 
Benita Shears, Secy. 

Cincinnati Traffic Club. F. E. Luebbe, Pres.; J. E. Dorset, 
Secy. 











Cincinnati—The Traffic League of. Harry Witte, pres.: 
N. F. Meyers, Secy. 

Clarksburg (W. Va.) Traffic Club. R. C. Gaylord, Pres.; 
L. K. Auten, Secy.-Treas. 
. Cleveland Traffic Club. H. M. Knobel, Pres.; C. M. Park, 
ecy. 

Columbus, O., Transportation Club. F. W. Fischer, Pres.; 
G. P. Dolle, Secy. 

Cortland, N, Y.—Industrial Traffic Club of Cortland. H. B 
Darling, Chairman; P. F. McManus, Secy. 

Dallas Traffic Club. F. G. Robinson, Pres.; G. J. Adamcik, 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. H. E. Bloomquist, Pres.:; 
F. A. Walker, Secy. 

Des Moines Transportation Club. J. F. Dawson, Pres.; F. W. 
Reitze, Secy.-Treas. 

Denver Traffic Club. Guy Gardner, Pres.; E. F. O'Shea, 
Secy. and Treas. 

Denver Commercial Traffic Club. E. F. O’Shea, Pres.; 
C. E. Berg, Secy.-Treas. 

Detroit Traffic Club. J. W. Hill, Pres.; F. H. Dowle, Secy. 

Detroit, Mich., Motor-City Traffic Club. A. P. Bruss, Pres.; 
J. R. Downey, Secy.-Treas. 

Elmira (N. Y.) Traffic Club. C. N. Ellis, Pres.; M. J. 
Wilson, Secy.-Treas. 

El Paso Traffic Club. C. D. Johnson, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. F. M. McCullough, Pres.; W. M. Eismann, 
Secy. 

Evansville (Ind.) Traffic Club. N. A. Gerth, Pres.; J. W. 
Chandley, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. S. Bryan, Pres.; 
H. U. Wilcox, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. A. P. Phipps, 
Pres.: C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. F. A. Rohsenow, Pres.; D. H. B. 
Todd, Secy.-Treas. 

Grand Rapids Transportation Club. J. E, Chamberlain, 
Pres.; G. F. Braunschneider, Secy. 

Green Bay, Wis., Traffic Club. M. M. Terrill, Pres. 

Hamilton, Ont., Traffic Club. A. E. Rankin, Pres.; W. E. 
Murray, Secy.-Treas. 

Hartford, Conn. Transportation Division, Hartford Chamber 
of Commerce. F. A. Kirk, Chairman; Miss F. G. Farrell, Secy. 

Houston Traffic Club. C. W. Mitchell, Pres.; W. E. Schubert, 
Secy. 

Indianapolis. The Traffic Club of Indianapolis. M. C. Saf- 
ford, Pres.; B. L. Mather, Secy. 

Jacksonville (Fla.) Traffic Club. J. H. Hendley, Pres.; J. R. 
Crook, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. E. J. Dietsch, Pres.; H. L. 
Colburg, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.;. J. J. Cul 
lington, Secy. 

Kalamazoo Traffic Club. L. R. Peterson, Pres.; M. J. Ter: 
patra, Secy. 

Kansas City Traffic Club. J. G. Page, Pres.; A. A. Lut 
trell, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. Benja- 
min Herr, Pres.; A. H. Spinner, Secy. and Treas. 

Lehigh Valley, Traffic Club of The. R. W. Krantz, Pres.; 
W. N. Knecht, Secy. 

Los Angeles Transportation Club. C. S. Booth, Pres.; L. G. 
Wilson, Secy.-Treas. 

Los Angeles, Calif. Harbor Traffic Club. D. W. Layne, 
Pres.; E. R. Toyer, secy.-treas. 


Los Angeles Women’s Traffic Club. Genevieve M. Staley, 
Pres.; Cecile Lane, Secy. 

Los Angeles, Calif. Rail and Water Club. G. R. Bower, 
Pres.; E. R. Wilcox, Secy. 

Louisville Transportation Club. H. R. Smith, Pres.; C. E. 
Payne, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. M. Lamon, Pres.; H. C. Osborn, 
Secy. 

Memphis—Women’s Traffic Club. Mary McHugh, Pres. 
Lucile W. Cole, Secy.-Treas. 

Miami Valley (Ohio) Traffic Club. R. H. Hagerman, Pres.; 
Walter D. Tucker, Secy. 

Miami (Fla.) Transportation Association. A. E. Curtis, 
Pres.; J. L. Wells, Secy.-Treas. 

Milwaukee Traffic Club. F. J. Mooney, Pres.; J. F. Faber, 
Secy. and Treas. 
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Minneapolis Traffic Club. N. F. Kenney, Pres.; W. E. 
Keller, Secy. 

Minneapolis Junior Traffic Club. Lloyd Meyers, Pres.; Lew 
Prew, Secy. 

Montreal, Can., Traffic Club of. C. E. Bonter, Pres.; A. E. 
Elliott, Secy.-Treas. 

Muskegon Transportation Club. W. H. Long, Pres.; G. D. 
Elliott, Secy.-Treas. 

Newark Traffic Club. J. T. Sasso, Pres.; W. W. Pierce, 
Secy. 

New England Traffic Club, Boston. W. H. Blasdale, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. J. J. Kornfield, Pres.; E. C. 
Marks, Secy. 

New York Traffic Club, R. H. Goebel, Secy. 

New York Traffic Forum. S8. Moss, Pres.; C. Metz, Secy. 
York. J. E. Sweeney, Jr., Pres.; J. J. Scully, Secy. 

New York. Women’s Traffic Club of Greater New York. 
Carrie Henoch, Pres.; Mildred T. Genther, Secy. 

New York, Traffic Club of Bronx Board of Trade. Max 
Seiferth, Pres.; W. E. Mathews, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. H. V. C. Wade, 
Pres.; W. H. Cox, Secy. 

Oakiand (Calif.) Traffic Club. H. H. Hinman, Pres.; F. W. 
Gleason, Secy. 

Oil City-Franklin (Pa.) Traffic Club. J. W. Fawcett, Pres.; 
Frank Baldwin, Secy. 

Oklahoma City Traffic Club. J. V. Russell, Pres.; A. W. 
Jenkins, Secy. 

Omaha Traffic Club, O. C. Wallace, pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Peoria Transportation Club. J. F. Hobin, Pres.; J. Walker, 
Secy-Treas. 

Philadelphia Traffic Club. J. W. Babneu, Pres.; W. H. 
Montgomery, Secy. 

Philadelphia, Traffic and Transportation Club of. John Dur- 
ney, Pres.; W. A. Thompson, Secy. (Junior organization.) 

Philadelphia—Commercia! Traffic Managers of Philadelphia 
J. C. Davis, Pres.; T. Noel Butler, Secy. 

Philadelphia Women’s Traffic Club. Betty Hoffman, Pres.; 
Elizabeth Wiley, Secy. 

Pittsburgh Traffic Club. Robert Main, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
F. J. Ryan, Pres.; J. I. Gannon, Secy. 

Port Huron, Mich.—St. Clair River District Transvortation 
Club. C. E. Miller, Pres.; O. L. Metzger, Secy. 

Portland (Ore.) Industrial Traffic Club. F. E. Lord, Pres.; 
E. F. Waller, Secy. 

Portland (Ore.) Transportation Club. W. F. Holtbuer, Pres.; 
D. Nielson, Secy.-Treas. 

Providence, R. I1.—Traffic Club of the Providence Chamber 
of Commerce. W. B. Spencer, Chairman; B. C. Southwick, Secy. 

Racine Traffic Club. H. F. C. Brown, Pres.; C. P. Henn, 
Secy. 
Reading (Pa.) Traffic Club. R. H. Wallace, Pres.; E. R. 
Hintz, Secy-Treas, 

Richmond (Va.) Traffic Club. A. M. Smith, Pres.; H. A. 
Atkins, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. E. D. Davis, Chairman; F. W. Burton, Secy. 

Sabine District Traffic Club (Beaumont, Orange, Port 
Neches, Port Arthur). F. W. Nason, Pres.; B. D. Miller, Secy. 

Saginaw (Mich.) Traffic Club. L. M. Bushroe, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Joseph, Mo., The Traffic Club of. L. A. Keck, Pres.; 
W. K. Lockwood, Secy.-Treas. 

St. Louis Traffic Club. J. R. Hundley, Pres.; S. E. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. G. A. Florida, Pres.; 
J. F. Kueper, Secy. 

St. Louis, Women’s Traffic Club of. Martha Moore, Pres.; 
Evelyn Puckett, Secy. 

St. Paul Transportation Club. C. E. Ryberg, Pres.; C. A. 
Liggett, Secy. 

Salt Lake City, The Traffic Club of. E, Frank Eardley, Pres.; 
H. W. Ansell, Secy. 

San Antonio (Tex.) Traffic Club. W. A. Bielstein, Pres.; 
C. A. Willingham, Secy.-Treas. 

San Diego (Calif.) Transportation Club. J. J. Reynolds, 
Pres.; A. F. Chessman, Secy. 

San Francisco Transportation Club. J. A. Rettew, Pres.; 
R. J. Tozer, Secy. 

San Francisco. Pacific Traffic Association. A. V. Mattingly, 
Pres.; C. L. Meek, Secy. 

San Francisco Women’s Traffic Club. Margaret Teebay, 
Pres.; Helen Slattery, Secy. 
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San Francisco Industrial Traffic Club. J. B. Costello, Pres.; 
L. R. Keith, Secy. 

Seattle, The Transportation Club of. L. M. Curtin, Pres.; 
R. F. Janeck, Secy.-Treas. 

Seattle Industrial Traffic Managers’ Association. R. C. 
Johnston, Pres.; Edw. Kavet, Secy. 

Sheboygan Traffic Club. EB. A. Moynihan, Pres.; C. B. 
Engeswick, Secy.-Treas. 

Sioux City Traffic Club. O. C, Scherer, Pres.; R. W. Griffin, 
Secy.-Treas. 

South Bend (Ind.) Transportation Club. D. J. McNamara, 
Pres.; A. R. Corson, Secy.-Treas. 

Springfield, Ill., The Transportation Club of. M. L. Pieper, 
Pres.; H. G. Kaiser, Secy. 

Springfield (Mass.) Traffic Club, J. A. Murphy, Pres.; 
E, H. Chapman, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J 
Greene, Secy.-Treas. 

Stamford (Conn.) Traffic Club. J. M. Wright, Pres.; J. J 
Sheehan, Secy. 

Syracuse Traffic Club. J. F. Hohm, Pres.; F. M. Varah, 
Secy. 

Tacoma Transportation Club. W. C. Donovan, Pres.; R. T. 
Davis, Secy. 

Terre Haute Transportation Club. P. M. Fagan, Pres.; E. L. 
Hollis, Secy. 

Toledo Transportation Club. F. M. Shelton, Pres.; R. H. 
Sass, Secy. 

Toronto, Can.—The Transportation Club of Toronto. J. V. 
Foy, Pres.; William G. Hamilton, Secy. 

Trenton (N. J.) Traffic Club. C. A. Hunt, Pres; G. E 
Mace, Secy. 

Tri-City Traffic Club (Moline. Rock Island and Davenport) 
J. C. Lang, Pres.; F. C. Forward (Moline), Secy.-Treas. 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). Ray 
Hill, Pres.; W. B. Schreier, Secy.-Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy W J Cipperly, 
Pres.; G. S. Glass, Secy 

Tulsa, Okla.—Traffic Club of Tulsa. B. A. Everett, Pres.; 
Pat Riddle, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B.S. Barnes, Pres.: G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul) 
Alice Treherne, Pres.; Esther H. Curry, Secy. 

Utica (N. Y.). Traffic Club of Utica Chamber of Commerce 
B. J. Scholl, Pres.; C. E. Darrigrand, Secy. and Treas. 

Waco Traffic Club. L. M. Shepardson, Pres.; W. R. Porter, 
Secy.-Treas. 

Washington (D. C.) Transportation Club. F, E. Pennington, 
Pres.; L. M. Curry, Secy. 

Washington, D. C., Women’s Traffic Club of. Marie Wer- 
mann, Pres.; Josephine Jones, Secy. 

Wheeling (W. Va.) Traffic Club E. C. Zepson, Pres.; P. H. 
Michel, Secy. 

Wichita Traffic Club. C. C. Underwood, Pres.; Robert 
Young, Secy.-Treas. 

Wilmington, Del., The Traffic Club of. H. M. Fisher, Pres.; 
J. F. Curren, Secy. 

Winston-Salem Traffic Club. F. E. Cannon, Pres.; T. B. 
Jenkins, Jr., Secy. and Treas. 

Worcester (Mass.) Traffic Association. W. F. Power, Pres.; 
Ernest Opitz, Secy. 

Wyoming Valley (Pa.) Traffic Club, C, E, Hippensteel, Pres.; 
J. U. Nichols, Secy. 

York (Pa.) Traffic Club. H. E. Eyster, Pres.; V. H. Bol 
linger, Secy. 


Personal Notes 


L. J. Wadsworth, formerly assistant traffic manager of Hills 
Brothers Company, New York, has been placed in charge of a 
new office in Holyoke, Mass., of the New England Paper Service 
Association. The function of the association is to provide con- 
venient and economical facilities for the transportation and dis- 
tribution of paper and paper products through improvement in 
the speed, frequency, and cost of pool car shipments originat- 
ing in the New England area, 

James T. Kernan, secretary of the Philadelphia Maritime EXx- 
change, died suddenly at his home in Schoolhouse Lane, P4., 
September 2. He was fifty-six years old and had long been 
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EVERY TRAFFIC MAN 
NEEDS THESE MODERN 
TEXT BOOKS 


By Chas. E. Parks 


Selling Railroad Transportation 
(Reprinted from Traffic World) 


Six lectures dealing with the economic aspects of 
railroad salesmanship; what the traffic representative 
should know and how he can utilize his knowledge 
to get business. 


Bound in One Volume.......................60 cents 


Railroad Customers and Prospects 
(Reprinted from Trafic Worl 


Four lectures dealing with the psychology of the 
buyer of railroad transportation; how various types 
of prospects should be sold; buying motives of 
shippers and passengers, and the fundamental 
principle of railroad salesmanship analyzed. 


Bound in One Volume....................... 40 cents 


Selling Railroad Service 


Twenty-six (26) lectures on how to apply modern 
selling methods to the sale of railroad service, both 
freight and passenger. These lectures include the 
heniieaeonal of a complete course in railroad sales- 
manship, written in non-technical language with 
illustrative cases. 


Highly interesting and instructive both to the regular 
traffic representative and the railroad employee or 
officer who is required by his duties or who might 
volunteer to solicit traffic, or who is required to 
meet the public. 


Printed and bound in loose leaf binder...... ,. $3.00 


ORDER COUPON 
Tear Off and Mail 


ea aaa aaa eae ee 


CHAS. E. PARKS, 
6203—23rd Ave., 
Kenosha, Wis.: 


Send me the texts marked below, for which | enclose my 
check for $........... 

[] Selling Railroad Transportation 

[-] Railroad Customers and Prospects 

C) Selling Railroad Service. 
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identified with the development of the Port of Philadelphia. He 
was treasurer of the Traffic Club of Philadelphia and took an 
active part in the work of various maritime and port associations. 

J. W. Roberts, perishable traffic manager of the Pennsylvania 
and Long Island railroads, and president of the Traffic Club of 
New York, died in St. Luke’s Hospital, New York, September 5 

James P. Houston, general manager, M. & St. L., died at his 
home in Minneapolis, September 3. He was sixty-nine years 
old and had been general manager since last October. 

Albert J. Henderson, formerly traffic manager of the White 
Motor Company, died at his home in Cleveland September 1. He 
retired about two years ago after having been with the White 
company for fifty years. He was an honorary member of the 
Traffic Club of Cleveland. 

Major-General George R. Dyer, commissioner of the Port of 
New York Authority since April, 1930, and chairman of the 
board since October 19, died August 31 in New York following 
an operation. He was sixty-five yoars old. Activities of all 
Port Authority facilities, including stopping of traffic on the 
bridges and in the Holland Tunnel, were suspended for one 
minute at 11 a, m. on September 4 at the time of the funeral 
services. 

At a recent meeting of the Pacific Coast Association of 
Port Authorities in Stockton, Calif., the following officers were 
elected: President, J. B. Thompson, acting president of the 
Vancouver Port Commission; vice-presidents, Capt. J. W. Bran- 
nan, San Diego, and Smith Wilson, Seattle; directors, John H. 
Burgard, chairman, Portland Commission of Public Docks; Frank 
H. Gowdy, Longview, Wash.; George M. Osgood, Tacoma, and 
Nels Welborg, Everett, Wash. 

W. M. Carey has been appointed assistant freight traffic 
manager, D. & R. G. W., in charge of solicitation headquarters 
at Denver. T. K. Earley has been appointed assistant general 
freight agent, with headquarters at Denver. 


Doings of the Traffic Clubs 


The Traffic Club of Wilmington will hold a golf outing at 
the Concord Country Club September 12. A number of prizes 
have been provided for winners and luncheon and dinner will 
be served. 











The Junior Traffic Club of Chicago resumed its regular 
meetings September 6. George H. Shafer, rate expert, Illinois 
Commerce Commission, spoke on “The Illinois Commission, Its 
History, Powers, Duties, and Accomplishments.” At the final 
golf tournament of the season at Cog-Hill Country Club August 
30 club honors were taken by H. A. Peterson. The affair was 
said to have been one of the most successful ever held. 





At a “Ladies’ Night” meeting of the Transportation Club of 
Louisville at the Brown Hotel September 18, Mrs, Anna H. 
Settle, attorney, will speak on “Women’s Activities.” There will 
be dancing. 





The Traffic Club of Chicago will hold its last golf tourna- 
ment of the season at the Glen Oak Country Club, Glen Ellyn, 
Ill, September 13. The individual club championship will be 
decided among four winners in a preliminary tournament, Din- 
ner will be served. 





The Traffic Club of New York reports that it has taken in 
one hundred and fifty-two new members since the first of the 
year, 





Sustaining memberships in the Associated Traffic Clubs of 
America have been taken out by the president and all of the 
past presidents of the Transportation Club of Springfield. 





The York Traffic Club will hold its first meeting following 
the summer recess at the York Country Club the evening of 
September 13. It will be a dinner meeting and William J. Mar- 
tin, F. B. Vandegrift Company, Philadelphia, will speak on 
“Tariff and Custom Procedure.” Golf will be played in the 
afternoon. 





One hundred and one members and guests of the Women’s 
Traffic Club of St. Louis took a “mystery excursion” into the 
Ozarks August 4 and 5, leaving by the Frisco “Blue Bonnet. 





The Transportation Club of Saint Paul will open its fall 
season with a meeting and its annual “golf tournament de luxe 
at the Midland Hills golf course September 11. There will be 
prizes for the winners at golf and dinner will follow the play. 

















nk 
nd 


fic 
Ts 
ral 


; of 


ving 
y of 
Mar- 
on 
the 


en's 
the 
net.” 


fall 
uxe” 
li be 
play. 


September 8, 1934 








PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 
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Located 50 miles nearer the con- 
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suming markets of the 
GREAT SOUTHWEST, 


offers fastest and most 


economical shipping 








services. 


Regular and dependable steam- 
ship services assure you of quick 
dispatch. 






















NEWS FLASH: Special equipment 
and experienced handlers are attract- 
ing export shipments of livestock to 
move from Houston. A shipment of 
152 mules left here recently for Spain, 
increasing the exports in the last few 
months to approximately 1200 head. 


J. Russell Wait 


Director of the Port 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 


1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
must file short notice applications with the Commis- 
sion and the Shipping Board Bureau, respectively. 
These applications are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the list of “Permissions” (short notice changes 
which are allowed by the two regulatory bodies). 
Information of this kind, received in advance of a 
change in one single instance, may save you more 
than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN receive 
free of charge the quarterly dockets of the Consoll- 
dated Classification Committee, listing the changes 
currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned by the Com- 
mission and the Shipping Board Bureau, express 
tariffs, and steamship sailings. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
monts now on the Commission's docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 10—Charleston, S. C.—Examiner Fuller: 
26518—South Carolina Produce Assn. vs. A. C. L. R. R. et al. 
September 10—Monroe, Mich.—Examiner Peterson: 
17822—River Raisin Paper Co, vs. C. B. & Q. R. R. et al, 
September 10—New York, N. Y.—Examiner Fleming: 
1. & S. 4005—Ore. iron, in official territory. 
September 10—New York, N. Y.—Examiner Bardwell: 
13535—Consolidated Southwestern Cases (and cases grouped there 
with) (further hearing). 
September 10—Salt Lake City, Utah—Chairman Lee: 
26590—Utah Edible Livestock Rates and Charges. 
September 11—Chicago, Ill.—Examiner Flynn: 
26541—Real Reel Corp, vs. N. Y. N. H. & H. R. R. et al. 
September 11—Louisville, Ky.—Examiner McGrath: 
1. & S. 3985and ist supplemental order—Coke from Ala. and Tenn., to 
Central territory. 
September 11—New York, N. Y.—Examiner Fleming: 
1. & S. 4006—Cold pack fruits and vegetables in official territory. 
September 12—Chicago, Ill.—Examiner Flynn: 
26555—Spiegel May Stern Co. vs. A. & S. R. R. et al. 
September 12—Jacksonville, Fla.—Examiner Fuller: 
26567—-Peninsular & Occidental S. S. Co.—Panama Canal Act. (in 
the matter of the application of A. C. L. R. R. et al., under sec- 
tions 5 (19), (20) and (21). 
September 12—Harper, Kan., Director Sweet: 

Finance No. 10371—Application of A. T. & S. F. Ry. for permission 
to abandon line extending from Medicine Lodge to Gerlane, Barber 
County, Kan. 

September 12—-New York, N. Y.—Examiner Fleming: 

1. & S. 4012, and ist sup. order—Paper stock in official territory 
Sept. 12—Washington, TD. C.—Examiner Boat: 

Fourth Section Application No. 15622—Filed by W. S. Curlett, agent 
September 12—Dallas, Tex,—Examiner Worthington: 

Fourth Section Application No. 15446—Filed by H. B. Cummins— 

Blackstrap molasses from and to Texas points. 
September 13—Chicago, Ill.—Examiner Flynn: 
26534—-Standard Sanitary Mfg. Co. vs. C. & E. I. Ry. et al. 
September 13—Plymouth, Ind.—Examiner Peterson: 
25012—-The Edgerton Mfg. Co. vs. A. C. L. R. R. et al. 
September 13—New York, N. Y.—Examiner Weems: 

1. & S. No. 4017—Ex-Lake Grain from Ogdensburg to New Eng- 
land, 

September 13—Dallas, Tex.—Examiner Worthington: 

Fourth Section Application No. 15628—Filed by F. A. Leland. 

Fourth Section Application Nos. 15674 and 15675—Filed by F. A 
Leland, agent—tobacco 

Fourth Section Application No. 15677—Filed by F. A. Leland, agent 
- tobacco, 

September 14—Tallahassee, Fla.—Examiner Fuller: 
26467—-Board of Control of Institutions of Higher Learning vs. A. 
G. S. R. R. et al. 
September 14—Grand Junction, Colo.—Director Sweet: 
inance No. 10439—Application of Grand River Valley R. R. Co. for 
permission to abandon its line between Grand Junction and Fruita, 
Mesa County, Colo. 
September 14—Chicago, Ill.—Examiner Flynn: 
1. & S. 4030—Proportional applicattion of truck competitive rates 
September 15—Menominee, Mich.—Examiner Peterson: 
26548—Dormer Co. vs. A. A. R. R. et al. 
September 17—Chicago, Ill—Examiner Flynn: 
26561—-Farmers National Grain Corp. vs. C. & N. W. Ry. et al. 


September 17—Macon, Ga.—Examiner Fuller: 
25431 and Sub. 1 to 4 incl.—Standard Brick & Tile Co. vs. A. B. & 
Cc. R. R. et al. (further hearing). 


September 17—Memphis, Tenn.—Commissioner Tate and Examiner 

Hill: 

26430—Arkansas Rice Traffic Bureau vs. A, & R. R. R. et al. 

26460—New Orleans Joint Traffic Bureau vs. A. & W. Ry. et al 

26527—-Memphis Rice Mill vs. A. & R. R. R. et al. 

26538—Beaumont Chamber of Commerce et al vs. A. & R. R. R. et 
al. 

26618—American Rice Milling Co. et al. vs. A. & S. Ry. et al. 


Sept. 17—Minneapolis, Minn.—Examiner Peterson: 
26269—American Seed Trade Association et al. vs. Aberdeen & 
Rockfish et al. (further hearing). 
26540—Koss Construction Co. vs. C. R. I. & P. Ry. et al. 


September 17—Lubbock, Tex.—Examiner Worthington: 
23949—Amherst Elevator Co. et al. vs. Santa Fe et al. 


September 17—Atlanta, Ga.—Examiner Berry: 
26575—Georgia Passenger Fares, 
September 17—Toledo, Ohio—Examiner Molster: 
Finance No. 10505—Application Toledo & Western Ry. for permis- 
sion to abandon line extending from Toledo, O., to Adrian, Mich 
September 18—Chicago, IIl.—Examiner Flynn: 
26568—Federal-American Cement Tile Co. vs. I. H. B. R. R. et al. 
September 18—Washington, D. C.—Examiner Stiles: ‘ 
Fourth Section Application No. 15657—Filed by W. S. Curlett, B. T. 
Jones, F. Van Ummersen and W. J. Sedgman, agents—Sugar. 
September 19—Chicago, Ill.—Examiner Flynn: 
26536—Central Fuel Corp. vs. B. & O. C. Term. R. R. et al. 
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HERE IT IS— 


AND ON TIME 


’ 
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Here comes the shipment and it’s in good condition—and : 
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on time. Railway Express sees to that. We haven’t been 
in the business of shipping everything, everywhere for the 
better part of a century without knowing that shipments 
must be handled swiftly and safely. That’s why we pick 
shipments up at your very door in all important cities and ) 
towns...and rush them on swift passenger trains by the i 
shortest routes...and deliver them to destination. Two | 
receipts—one at pick-up and another on delivery—is the . 
Railway Express service visa of safe conduct. i 

Rates are moderate for the service rendered. If you’ve 
something to ship, a telephone call to the nearest Railway 


Express agent will bring prompt service or information. 


RAILWAY EXPRESS | 


AGENCY, Inc. 


SERVING THE NATION FOR 95 YEARS ®@ NATION-WIDE SERVICE 


The best there is in transportation 


»§ GENERAL RATE INCREASE CASE | 
HEARINGS TO BEGIN OCTOBER 1 


For those intending to present evidence in this case we offer to prepare 





Chronological Rate Histories, ) 
Rate Relationship Studies, 
Short-line Distance Compilations. 


& Statistics on Commodity Production, Price Ranges, Tonnage 
a Movement, Imports and Exports, Distribution as between 
Domestic and Export; also statistics showing Trends, such 
as Ratios of Price Ranges to Rate Trends, etc. 


et 


Carrier financial, operating and traffic statistics, 
Rate Statements (between any points), 
Reproductions or Digests of Records in former cases. 


Copies of Decisions, Reports and other Documents will be furnished. 





Wire advice relative to proceedings at Washington hearings or other 
features of the Commission's program will be given. 


: THE TRAFFIC SERVICE CORPORATION 


Mills Bldg. Special Service Department Washington, D. C. 
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You may be having trouble solving some 

of your traffic problems. Take them to 

our agents and they will gladly assist you. 
You'll find a thoroughly trained traffic de- 
partment, with experience gained in 22 
countries. This valuable service is at your 
disposal. 


With competition so keen, the dependability of 

sailings, the speed and care in handling and 

transshipment of cargoes are important factors. 
A President Liner leaves Seattle every other 
Saturday; one arrives in Seattle every other 
Tuesday. 


In addition, a fleet of fast cargo liners with fre- 
quent sailings to Japan, China and the Philippines. 


For information, apply desk No. 6 
21 West Street New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Buildine Seattle 


AMERICA 
MAIL LINE 


76 offices in 22 countries at your service 





QUICK DISPATCH 


on 


Export—Import and 
Coastwise Traffic 
Is Assured 


Via Galveston 





ON THE OPEN SEA 


CALVESTORN 
WHARF COMPANY 


c Established 1854 
Geo, Sealy, President F, W. Parker, V. P. & G. M. 


September 19—Harrisburg, Pa.—Examiner Trezise: 
Intrastate bituminous coal rates from Wildwood, Pa. 


paneer 19—Bonners Ferry, Idaho—Director Sweet: 

inance No. 10543—Application of Great Northern Ry. Co. for pe: 
mission to abandon its line between Rexford and the Internationa, 
Boundary at Gateway, Lincoln County, Montana. 


September 19—Washington, D. C.—Examiner Shinn: 
* Fourth Section Application No. 15655—Class and commodity rat« 
Ocean 8S. 8. Co. of Savannah. 
September 20—Lansing, Mich.—Examiner Peterson: 
26566—Michigan Fertilizer Co. vs. L. & N. R. R. et al. 
September 20—Roswell, N. Mex.—Examiner Worthington: 
229—-Finley & Company vs. Santa Fe et al. 
September 20—Louisville, Ky.—Examiner McGrath: 
26609—-West Kentucky Coal Bureau vs. Mo.-Iil. R. R. et al. 


September 20—Jamestown, N. Y.—Examiner Molster: 
Finance No. 10564—Application J. W. & N. W. R. R. for permissio: 
to abandon its line in Chautauqua County, N. Y. 
’Finance No. 10574—Application Erie R. R. for authority to acquire 
wn properties and portion of mail line of J. W. & N. W 
RR 


Sept. 21—Greensboro, N. C.—Examiner Fuller: 
124—Commonwealth Coal Co. vs. A. & Y. Ry. et al. 
25798—Consumers Coal Corp. et al. vs. A. & Y. Ry et al. 
26495—City of Greensboro, N. C., et al. vs. A. & Y. Ry. et al. 
26088—Carolina Building Supply Co. et al. vs. A. C. L. R. R. et al 
September 21—Chicago, Ill.—Examiner Flynn: 
26523—-Swift & Co. vs. U. P. R. R. et al. 
26639—Cudahy Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
September 21—Spokane, Wash.—Director Sweet: 

Finance No, 10502—Application of Great Northern Ry. Co. for per- 
mission to abandon its lines between Curlew and Internationa! 
Boundary, Ferry County, Wash., and between Molson and Inter 
national Boundary, Okanogan County, Wash. 


| September 22—Galesburg, Ill.—Examiner Peterson: 


26340—Beckley & Peterson et al. vs. A. C. & Y. Ry. et al. 


September 22—Roswell, N. Mex.—Examiner Worthington: 
43—Sub. No. 2—W. H. Driggers et al. vs. Santa Fe et al. 


September 24—New Orleans, La.—Commissioner Tate and Examiner 
Hill: 
26430—-Arkansas Rice Traffic Bureau vs. A. & R. R. R. etal. 
26460—New Orleans Joint Traffic Bureau vs. A. & W. Ry. et al. 
26527—-Memphis Rice Mill vs. A. & R. R. R. et al. 
onee Beaumont Chamber of Commerce et al, vs. A. & R. R. R 


al. 
26618—American Rice Milling Co. et al. vs. A. & S, Ry. et al. 


September 24—Keene, N. H.—Examiner Molster: 
* Finance No. 10314—Application B. & M. R. R. for permission to 
abandon operation of its line between Keene and Elmwood, N. H 


September 24—Chicago, Ill.—Examiner Flynn: 

26537—-Alabama Iron & Steel Shippers’ Conference representing 

American Cast Iron Pipe Co. et al. vs. A. T. & S. F. Ry. et al 
September 24—Wallace, Ida.—Director Sweet: 

Finance No. 10508—Application of Ore.-Wash. R. R. & Nav. Co 
for permission to abandon its Enaville Branch extending from 
Enaville to Prichard, Shoshone County, Idaho. 

September 25—Galveston, Tex.—Examiner Bardwell: 
13535—-Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). 
September 26—Chicago, Ill.—Examiner Flynn: 

1 & S. 4013 and ist supplemental order—Vegetable oils to, from and 

within southwest. 
September 26—Norfoik, Va.—Examiner Fuller: 
1. & S. 4029—Sugar from Philadelphia, Pa., to N. S. R. R. points 


y 


September 26—Manchester, N. H.—Examiner Molster: 

* Finance No. 10587—Joint Application B. & M. R. R. and New Bos 
ton R. R, for permission to abandon line between Parker and 
New Boston, Hillsborough County, N. H, 


September 27—Los Angeles, Calif.—Examiner Worthington: 
26381— Wilson & Co., Inc., of Calif., et al. vs. T. & N. O. R. R. et al 
26502—-Wilson & Co., Inc., of California et al. vs. T. and P., et al 


September 28—Chicago, Ill.—Examiner Flynn: 
26585—United Electric Coal Co. et al. vs. C. B. & Q. R. R. et al 
26558—Midlaad Electric Coal Corp. vs. C. & N. W. Ry. et al. 
September 28—New York, N. Y.—Examiner Molster: 
* Finance No. 10592—Application of Long Island R. R, for permis- 
sion to abandon the so-called Cedarhurst Cut-Off, in the Borough 
of Queen and County of Nassau, N. Y. 


October 1—Washington, D. C.—Before the Commission, or before such 
Commissioner or Commissioners’ as may hereafter be designated 
for the purpose: 

Ex Parte 115—Increases in Freight Rates and Charges, 1934. 


October 1—Cincinnati, O.—Examiner Macomber: 
* 17272, Sub. 1—Philip Carey Mfg. Co. et al. vs. B. & O. R. R. et @ 


October 2—Washington, D. C.—Examiner Glover: ’ 
Fourth Section Application No. 15447—Roofing slate from New Ens- 
land points. Filed jointly by Agents Curlett, Van Ummersen and 
Jones, 


October 2—Washington, D. C.—Examiner Disque: 
25390—Abilene & Southern Ry. Co. et al. vs. A. C, & Y, et al. 
25692 (and Sub. Nos. 1 and 2)—Abilene & Southern Ry. et al. vs 
A. C. & Y. et al. 
26429—A. & V. Ry. et al. vs. Abilene & Southern et al. 
October 2—Washington, D. C.—Examiner Berry: ' 
1. & S, 4016 and ist and 2nd supplemental orders—Import woodpu!P 
to Central and Trunk Line points. 
October 2—Indianapolis, Ind.—Examiner Flynn: 
1. & S. 4022—Switching stone at Greencastle, Ind. 
October 2—Washington, D. C.—Examiner Curtis: 
26526—Edgerton & Beers, Inc., vs. A. C. L. R. R. et al. 
October 2—Cincinnati, O.—Examiner Macomber: 
* 21585—Ohio-Kentucky Associated Industries vs. A. & R. R. R. et 2! 
(further hearing). 
October 2—Wausau, Wis.—Examiner Sullivan: 
* Finance No. 10478—Application C. M. St. P. & P. R. R. for pe'- 
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A Cross Reference 


Index 
to Agency Published Tariffs 


—sent on ten-day approval 


[t saves hours—try it—just a note will bring it to 
you with no obligation to buy if it doesn’t help. 


CHAS. B. WILLIAMS, 1723 Tenth Ave., N. 
NASHVILLE, TENN. 


“T am going to have one regardless of its price,” says 
an Industrial Traffic Man. Railroad men say the same. 


WIREVE UC 
FORMS 


Stock forms for all purposes. 


For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 


: The New TRAFFIC DICTIONARY 


Third, Revised and 
Enlarged Edition 


224 pages (25% larger than last 
: edition); handy pocket size (actual, 
44o x 6 inches); handsomely bound 

in interlaken cloth; gold stamped. 


More than 2,000 definitions and ab- 
breviations at your finger tips. 





: A copy is yours for $1.00 with order or, 
: we'll enclose bill fer $1.25 with the book. 


_ SHIPPING SERVICE ORGANIZATION “""wEw'voRic™" 


. 
CCRC RRES ESSERE SESSSE SESH SESESHESESH EES SESE ESE E SESE See e ee eeseeeeeseeee 


NEWS! 


EDIPHONES> EXTRA! 3 


Dictating machines have changed—and Edison has changed them! 
See the new Pro-technic Ediphone. Phone The Ediphone, Your 
City, or write to—Thomas A. E dison, Inc., Orange, N. J. 
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CALMAR LINE 


INTERCOASTAL SERVICE | 
| 





WESTBOUND SCHEDULE 
SAILS | ARRIVES 












Vey. | 
STEAMER | age | Ph ie. Les Sen Alameda | Tecoma 
Ne. ——— dcehia Angeles | Francisco f. Portland | Seattle 































YORKMAR | 23 | Sailed | | Sailed Sept. 6\Sept. 10/Sept. 12/Sept. 17|Sept. 19 
OAKMAR 16 | Sailed | Sailed |Sept. 20 Sept. 24|Sept. 26) |Oct. 1\Oct. 3 
VERMAR | 14 |Sept. 8 Sept. 12\Oct. 4/Oct. 8/\Oct. 10/Oct. islOct, 17 
TEXMAR 20 |Sept. 22 Sept. 26/Oct. 18 Oct. 22/Oct. 24/Oct. 29/Oct. 31 
MASSMAR |15 |Oct. 6/Oct. 10'Nov. 1/Nov. 5|/Nov. 7/Nov. 12/Nov. 14 
ALAMAR 15 |Oct. 20\Oct. 24)Nov. 15|Nov. 19|/Nov. 21|/Nov. 26|Nov. 28 


' 





























For information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO.., INC., Gen. Agts. owayus & HOYT, LTD., Agents 
Balti Md., 15 South 









more, Gay Street Los Angel Cal., 410 Chamber of Com- : 
Ch ti. 140 South Dearborn Street meree Buliding : 
e Mich., 556 Book Bidg., Washingten | me | Cal., Vet and Market Streets i 
Boulevard and’ Grand River ortiand, Ore., 917 Board of Trade Bid 
New York, N. Y., 5 Broadway Sas Franelses, Cal., 215 Market 8 
Philadelphia, Pa Bourse Building Matson Building | 
oo Pa., Oliver Buliding Seattic, Wash., i519 Railreed Avenue, : 
N. ¥., Temple Buliding South | a 
' 





EASTBOUND SCHEDULE 
SAILS ___ARRIVES . ; 


Vey-§ ———_____ —_——__ 
STEAMER age Grays | Astoria | Stock-|Qakland San | Les | Phila- | Balti- 
No. Seattle Harbor arbor Portland) tom | Alameda'Francisco| Angeles a delphia | mere 


—|—_—_—_— Se SS Sere ery Saree S99 SE 

























#2Lesmar | 14 | Sailed | Sailed | Sailed |Sept. 6| Sailed | Sailed |Sept. 8Sept.28Oct. 2/Oct. 6 
Calmar | 14 |Sept. 9\Sept.12/Sept. 14\Sept. 18 Sept. 19/Sept. 19|Sept.21 Oct. 12 Oct. 16/Oct. 19 ; 
Yorkmar | 23 \Sept.22'Sept.25/Sept.27/Oct. 1Oct. 2'Oct. 2/Oct. 4 Oct. 25 Oct. 29'Nov. 1 | & 


Note: #1Also calls Boston about Sept. 28 
#2Also calls Norfolk about Oct. 5 ' 


Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company's right 
to omit scheduled ports and/or add other ports. 





















Time saved in delivery of 
important material 

means MONEY. Use, and 
specify, AIR EXPRESS. Stim- 
ulate your business with 
3-mile-a-minute delivery. 


NEW LOW RATES 
NOW IN EFFECT 


paliceee capeaee te PHONE 


privat eff syed AIR EXPRESS DIV. OF 


receipt covers 


Nation-wide Air, RAILWAY EXPRESS AGENCY 


Air-Rail Service. 
ote prepaid, col- for free pick-ups, rates 
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REE. 
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mission to abandon its branch line extending from Doering to 
Kalinke, Wis. 
October 3—Argument at Washington, D. C.: 
1. & S. 4015—Raw sugar New Orleans to Gramercy and Reserve, La. 
26070—Quanah Acme & Pacific Ry. vs. A. T. & S. F. Ry. et al. 
October 3—Jacksonville, Fla Examiner Williams: 
* | & S. 4023—Baskets and hampers in southern territory. 
October 3—Cincinnati, 0.—Examiner Macomber: 
* 26631—Natural Gasoline Corp, et al. vs. B & O. R. R. et al. 


October 4—Argument at Washington, D. C.: 
1. & §. 3983—lLoading and unloading livestock at So. Omaha, Neb 
17060—¥F' rohman Chemical Co. vs. B. & O. R. R. et al. 
17272—Procter & Gamble Co, vs. B. & O. R. R, et al. 


October 4—Knoxville, Tenn.—Examiner McChord: 
20251——J. Allen Smith & Co., Ine., vs. Southern Ry, et al. 


October 4—Washington, D. C Examiner Weems 
26613—R. S. McCall vs. Southern Ry. et al. 
26614—Johnson & Wimsatt, Inc., et al. vs. N. & W. 


October 4—Cincinnati, O.—FExaminer Macomber 
* 26493—Domhoff & Joyce Co. vs. C. C. & O. Ry. et 


October 4—Galesburg, Ill Examiner Johnson: 
* 26573—Abingdon Sanitary Mfg. Co., Inc., vs. A. C 
* 26582—Abingdon Sanitary Mfg. Co., Inc., vs. A. T. & 


October 5—Portland, Ore.—Examiner Worthington: 
23853—-Crown Mills vs. S. P. & S. Ry. et al. (further hearing). 


October 5—Chattanooga, Tenn Examiner McChord 
26581—Crane KEnamelware Co. vs. Alton R. R. et al 


October 5—Valdosta, Ga.—Examiner Williams: 
* 20092— Traffic Bureau, Valdosta Chamber of Commerce, Inc 
cS za & ws OC ai. 


October 5—Menomonie, Wis.—Examiner Sullivan: 

* Finance No. 10545—Application C, St. P. M. & O. Ry. for permis- 
sion to abandon a portion of its Spring Valley branch extending 
from Elmwood to Weston, Wis. 


October 6—St. Louis, Mo Examiner Macomber 
* Fourth Section Application No. 14718—Canned goods in southwestern 
territory 
October 8—Seattle, Wash.—Examiner Worthington: 
26521—Columbia Packing, Ice & Cold Storage Co. vs. Great North- 
ern Ry. 
October 8—Sheflield, Ala Examiner McChord 
26559—Alabama Oil Co. of Huntsville, Ala., et al. vs. 
et al. 
October 8—Omaha, Neb Examiner Johnson 
* 24622—Mona Motor Oil Co. vs. C. B. & Q. et al. (further hearing). 


October 8—Lynchburg, Va.—Examiner Williams 
* 26062—Traffic Bureau-Lynchburg Chamber of Commerce for Burruss 
Land & Lumber Co. vs. N. & W. Ry. et al. 


October 8—St. Louis, Mo.,—Examiner Macomber 
* 26634—Merchants’ Exchange of St. Louis vs. M.-K.-T. R. R. et al. 


THE PORT OF MILWAUKEE 


“The Most Progressive Port on the Great Lakes’’ 


Modern Terminal on Outer Harbor 


Municipal Open Dock Municipal Transit Shed No. | 
Municipal South Pier No. | Municipal Mooring Basin 
Municipal Air Marine Terminal 
Handle All Commodities—Bulk and Package Freight 
Modern handling equipment, dockside tracks, open 
storage, no bridge interference, 
Reasonable Rates. 
Inquiries Solicited 


Board of Harbor Commissioners 
709 City Hall Milwaukee, Wisconsin 


24-hour service. 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
and 
Interstate Commerce and State Commission Cases 
Commerce 


Departmental Service 
Specialists 


815 Mills Bidg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


The Traffic World 


VOL. LIV, No. 16 


October 8—Rochester, Minn.—Examiner Sullivan: 

* Finance No. 10533—Application ©. & N. W. Ry. for permission 
abandon its Zumbrota branch extending from Rochester to Zumo.- 
rota, Minn. 

October 9—Sheffield, Ala.—Examiner McChord: 

25101, and Sub. 1—Elk Oil Co. et al. vs. A. G. S. R. R. et al. (fur- 
ther hearing). 

October 9—Washington, D. C Examiner Lawton: 

* Fourth Section Application No. 15239—Filed by W. S. Curlett, B 
Jones and F. Van Ummersen, agents. 

9—Washington, D, C.—Examiner Berry 
—Grasselli Chemical Co. vs. C. B. & Q. R. R. et al. 
10—Kansas City, Mo.—Examiner Macomber 
Skelly Oil Co. vs. A. & S. Ry. et al. 

October 10—Sioux Falls, S. D.-—-Examiner Johnson: 

26520—Traffic Bureau, Sioux Falls Chamber of Commerce ys 
N. W. Ry. et al. 

October 10—Norfolk, Va.—Examiner Williams: 

*26595, and Subs. 1 and 2—Socony-Vacuum Oil, Ine 
interest to the Vacuum Oil Co., Inc.), vs. L. V. R,. R. et al. 

* 26565, and Sub. 1.—Eastern Shore of Va Produce Exchange, 
vs. Pa. R. R. et al. 

* 26595 and Sub. 1 and 2—Socony-Vacuum Oil Co., Inc. (successor 
in interest to the Vacuum Oil Co., Inc.) vs. L. V. R. R. et 

* 26565 and Sub. 1—Eastern Shore of Va. Produce Pxchange, Inc., 
vs. Pa. R. R. et al. 

October 10-11—Argument at Washington, D. C.: 

23604—St. Louis Independent Packing Co. vs. A. T. & S. F. Ry. et al, 
(and cases grouped therewith) 
October 11—Birmingham, Ala.—Examiner McChord: 
1. & S. 4004—Lumber from Ala. to C. F. A. points 

October 11—Kansas City, Mo.—Examiner Macomber 

* 26504--Kanotex Refining Co. vs. A. T. & S. F. Ry. 

October 12—Birmingham, Ala Examiner McChord 

26569—Alabama Marble Co. vs. L. & N. R. R. et al. 

October 12—-Minneapolis, Minn Examiner Johnson 

* 26612—Farmers Seed & Nursery Co, et al. vs. C. & N. W. Ry 

October 12—Vhiladelphia, Pa.—Examiner Williams 

* 26624—Royertown Burial Casket Co. vs. Pa. R. R. et al 

October 12—Pittsburgh, Pa Examiner Hagerty 

* 1. & S. 4025—Iron or steel tanks in Official territory 

* 1. & S. 4025—Ist supplemental order—lIron or steel tanks 
territory 

October 13—-Argument at Washington, D. C.: 

Finance No. 10011—-S. A. L. Ky. proposed abandonment 

October 13—Pittsburgh, Pa.—Examiner Hagerty: 

26580—Punxsutawney Beef & Provision Co, vs. B. & O. R. R. e 
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WANTED 
charge of traffic bureau in southern city of importance. 
\ BC, care Traffic World, 418 South Market St., Chicago, Il 


Experienced traffic man with executive ability to take 
Address, 


WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to thelr 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 


ATTENTION motor freight, carloading and boat lines desiring 
eastern representation. Complete and attractive facilties in the solici- 
tation of business and handling your accounts in the East on a most 
attractive basis. For details, write Frizzell & Co., Freight Agents, 
Drexel Bldg., Philadelphia, Pa. 


Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


?>CROOKS TERMINAL WAREHOUSES: 


= Storage and Distributing of Merchandise of Every Description ; 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 
Pilates. 2o enteral Mba <= Aline 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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THIS NEW 


GENERAL MOTORS TRUCK 


AT ONLY $925 ey 


Are the loads you’re called upon to haul in the 3-ton range? 
if so, you'll want to know more about the new General Motors 
3-ton truck. 


To begin with, its price is exceptionally low—only $925 (chassis 
f. o. b. Pontiac). But that’s only part of the story. In its ability 
to do more work, and save or earn more money, it’s a down- 
right value if there ever was one. There isn’t an ounce of un- 
tried material in its rugged makeup. Nor a single untried 
engineering principle in its modern design. In short, it’s a 
General Motors “engineered for the job” truck with the power, 
the stamina and the economy that thousands of experienced 
truck owners have come to expect from any truck bearing the 
GMC nameplate. 


See this 3-ton truck or any one of the many other General 
Motors trucks or tractors from 1'2 to 22 tons. There’s one to 
fit your needs exactly. And there are facts to prove that it will 
be a more profitable investment. 


: GENERAL MOTORS TRUCKS and Trailers 


GENERAL MOTORS TRUCK COMPANY Time Payments Available Through Our Own Y. M. A. C. PONTIAC, MICHIGAN 
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“The time has come,” the Walrus said, 


“To talk of many things: 


Of shoes —and ships—and sealing wax — 


Of cabbages and kings.” 


Lewts Carroll 


T itn a comet ak of many 


things’— for instance, cabbage. The 
farmers of Southwest Virginia are har- 
in years. And Precision Transportation 
is carrying this crop to the leading 
markets of the country. 

Southwest Virginia cabbage is gath- 
ered in the fields and carried immedi- 
ately to special railroad cars. There is 
no pag no delay. It is ts to 
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st Virginia. When the time 





